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The Royal Return 
TTHE sustained interest displayed by all the British and 

many other peoples in the visit of the King and 
Queen to Canada and the U.S.A. was heightened by the 
long itinerary Their Majesties covered. Every day brought 
news of enthusiastic receptions in fresh places, great, and 
small, so that the picture gained here of life and sentiment 
across the Atlantic was unusually representative. The 
whole journey may be described as a royal occasion for 
rail transport, the inherent precision and dependability 
of which helped so much in planning an elaborately 
timetabled tour. The Southern Railway had the honour 
of providing the opening and closing scenes, with the 
journey outwards to Portsmouth on May 6 and home 
from Southampton yesterday. In Canada, the part 
played by the Canadian National and Canadian Pacific 
systems has already been dealt with in our pages. While 
the Royal train itself naturally focused most of the atten- 
tion, history must not forget, the pilot train with its news- 
paper correspondents, and the provision made on board 
it for the personal comfort and professional convenience 
of its clamorous load. Aiduous as the railway administra- 
tive work in preparation for the tour must have been, 
we are sure that systems throughout the Empire would 
ask nothing better than to be charged with undertaking 
the like on a future occasion. 

* * * * 


The Institute of Transport Congress 

The Institute of Transport Congress for 1939, it is pro 
bably not too much to say, will stand out as one of the 
most successful ever held, at any rate from the social 
point of view. This was in a large measure due to the 
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personality of the President (Mr. Gilbert S. Szlumper) 
who, in his own territory of Southampton, where the 
enterprise of the Southern Railway has built up an excel- 
lent system of modern docks, was host as well as presi- 
dent and created among the representatives of rival 
interests an atmosphere of friendly intercourse which it 
is one of the institute’s special functions to foster. Credit 
is also due to Mr. R. P. Biddle, Docks & Marine Manager, 
Southern Railway, for the excellent arrangements he 
made. While the papers presented to the congress were 
not such as to provoke a great deal of discussion, con- 
siderable interest, attached to them for their informative 
contents. Probably no better example than Southampton 
could have been chosen as typifying all kinds of trans- 
port—road, rail, sea, and air—and the visits and excur- 
sions were consequently of absorbing interest, and in- 
structive to a high degree. 
* * * * 


The Week’s Traffics 
A net increase of £162,000 is shown in the traffics of 
the four main-line companies for the past week in com- 
parison with the 24th week of 1938. Passenger train 
earnings are down £49,000, but merchandise receipts are 
£159,000 up and coal class takings have improved by 
£52,000. For the year to date the totals are £70,656,000, 

a net increase of £47,000 on the first 24 weeks of 1938. 
24th Week 





Year to date 
— 


pa 
Inc. or Dec. 


Pass., &c. Goods, &c. Coal, &c. Total 
£ £ £ % 
L.M.S.R. j 34,000 + 73000 — 2,000 + 37,000 - 71,000 —0-25 
L.N.E.R. _ 6,000 37,000 36,000 + 67,000 134,000 —0-64 
G.W.R. : - $,000 42,000 14,000 52,000 209,000 +1+77 
S.R. _ 5,000 + 7,000 4 4,000 6,000 43,000 0-46 


That the 1939 figures are on the whole still below those 
for the corresponding period of 1937 is evident from the 
following table: 





24th Week Year to date 

Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 

£ f £ £ f % 
L.M.S.R. _ 3,000 5,000 4,000 6,000 — 628,000 —2-16 
L.N.E.R. — 7,000 14,000 14,000 — 7,000 — 520,000 —2-43 
G.W.R. ; — 8,000 15,000 6,000 13,000 — 11,000 —0-09 
2 oo is - 00 + 2,500 2,500 — 1,000 t 4,000 + 0-04 


In comparison with the first 24 weeks of 1937 the earnings 
of the four companies to date in 1939 show decreases of 
£241,000 on the passenger side and of £1,119,000 in mer- 
chandise, but an increase of £205,000 from coal. 


* * * * 


Port of Bristol Authority 

Bearing in mind the general set-back in trade, the 
results achieved by the Port of Bristol Authority during 
the year ended March 31, 1939, were remarkable. The 
number of foreign vessels using the port rose from 1,129 
in the previous year to 1,170, and their register tonnage 
improved from 2,833,489 to 3,116,661, and coastwise 
there was an advance from 7,277 to 7,583 in the number 
of vessels and from 971,849 to 993,569 in register tonnage. 
Foreign imports increased from 2,967,774 tons to 
3,127,663 tons, but foreign exports fell from 66,029 tons 
to 44,150 tons. Coastwise trade showed a general im- 
provement, namely from 1,171,385 tons to 1,186,397 tons 
in imports, and from 605,566 tons to 665,867 tons in ex- 
ports. From dues on vessels and on goods the receipts 
of £200,178 and £270,663, respectively, were the 
largest of recent years. Discharging and loading vessels, 
and landing and shipping cargo brought in £284,733 
against £258,025, warehouse rents, &c., improved from 
£80,165 to £106,053, and the amount received from the 
railway companies in respect of interchanged traffic ad- 
vanced from £17,169 to £18,087. The gross revenue of 
£990,983 and the net revenue of £373,367 were the highest 
since the alteration in 1927 of the date of closing the 
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financial year. Only £25,000, against £35,000, was re- 
quired from the general rate. 


* * * * 


Roumanian State Railways Results 

Much smaller increases in traffic and takings were ex- 
perienced during 1938 by the Roumanian State Railways. 
The number of passengers carried rose by about 14 per 
cent. to 48-2 million and the receipts from passenger traffic 
by 5 per cent. to 3,236 million lei. Freight tonnage 
transported increased by 4:3 per cent. to 27-7 million 
metric tons, and the freight receipts rose by 3-2 per cent. 
to 8,277 million lei. The total receipts of 12,322 million 
lei represented an increase of 5-8 per cent. on the figure 
for the year 1937, but the total operating expenditure of 
11,113 million lei was an increase of almost 14 per cent. 
on the previous year’s figure, and resulted in an opera- 
ting ratio of 90-4 as against 83-3. Financial and other 
charges accounted for another 2,624 million lei, giving a 
total expenditure of 13,737 million lei. The train mileage 
increased by 5-2 per cent. to 71-1 million km. and the 
locomotive mileage by 2°3 per cent. to 80°5 million km. 
A notable feature was the greatly increased use of local 
and fast main-line railcars, the total railcar mileage increas- 
ing by 23 per cent. to 17 million km., equivalent to about 
78,000 km. per car, although the stud includes a number 
of old petrol and steam cars. Since 1936 the yearly rail- 
car mileage has increased by 103 per cent. The total 
traffic over the railway system in 1938 amounted to 21,409 
million gross tonne-km., and the axle-km. to 2,501 million. 


* * * 7 


Flat Rates in Scotland 

On June 13 the Railway Rates Tribunal sanctioned 
the continuance, without a time limit, of flat rates between 
certain stations in Scotland which had been authorised in 
June of last year to apply for a period of twelve months. 
This scheme of flat rates covers all descriptions of mer- 
chandise in Classes 7 to 20 of the railway classification 
(except merchandise conveyed in owner’s tank wagons 
and dangerous goods) tendered in lots of 4 tons and 
upwards at one time, as between Glasgow on the one hand 
and Aberdeen, Dundee, and Perth on the other. Road 
competition between these points is stated to be the most 
intensive in Great Britain. Last year road hauliers were 
carrying 156,000 tons of this traffic and the railways 
61,000 tons. It was then calculated that an addition of 
12,500 tons per annum would give the railways, at the 
new rates, the same revenue as they were then obtaining 
from the existing charges. Mr. Cole Deacon, in making 
the application for continuance of these flat rates, ex- 
plained that the 12,500 tons of additional traffic had been 
exceeded, although the carryings by rail from July, 1938, 
to March, 1939, steadily depreciated, and during that nine 
months the falling off of traffic in Scotland generally 
amounted to 12 per cent. During the last two or three 
months the increase in the tonnage carried at flat rates 
had been most satisfactory. 


* * * * 


Proposed New Passenger Charges in Holland 
Though it has agreed to introduce them as a temporary 
measure, the management of the Netherlands Railways 
appears to be opposed to the principle of cheap return 
fares, on the ground that it is unfair to charge more for 
a single 100-mile journey than for a return over a 50-mile 
distance. This argument overlooks the fact that for every 
train run a return train also has to be run, and that 
reduced return fares in all long-distance transport have 
invariably stimulated traffic. However, as stated in our 





Overseas columns this week, an entirely new systen 
passenger charges is soon to be introduced in Holland 
it all indirect or overhead costs are to be met by char; 
a flat rate for so many miles travelled per annum, 
the varying costs of actual transport are to be cov 
by considerably reduced rates of charge for all additi 
mileage travelled. How the great difficulty arising f; 
the very widely varying travelling capacities of diff 
passengers is to be overcome in fixing the flat rate, is 
explained. The theory is, apparently, that if every 
senger can be induced to travel a little further thar 
present, to wipe out losses on working, he can then 
carried additional distances at nominal fares. It will 
interesting to see how this experiment develops. 
* * * * 


The New King’s Cross Underground Station 

One of the most extensive station reconstruction wo 
now in hand for the central London area is that of Kir 
Cross on the Piccadilly and Northern tube lines and 
Metropolitan Line oi the London Passenger Transp 
Board. The full scheme will eventually bring all th: 
services into one station, and the first part of the wor 
has now been completed and was brought into service 
Sunday last, June 18. This involved the abandonm« 
above platform level of the separate tube stations togetl 
with the four lifts at each which have worked for mo. 
than thirty years. The first engineering contract w 
let in March, 1936, so that the work has taken three years 
chiefly because of the numbers of railway tunnels, sub 
ways, and sewers encountered. The feature of the mn 
ticket hall, which lies under the forecourt of the L.N.E.R 
station, is the way in which it has been laid out so a 
to guide passengers towards the escalators. Three escal: 
tors lead to the Piccadilly platforms 56) ft. below; thes 
run normally at 125 ft. a minute but are speeded up at 
peak periods to 165-180 ft. a minute. From the level of 
the Piccadilly Line two escalators take passengers 183 ft 
lower ta the Northern Line platforms. The second part 
of the work, which is due to be completed in August 
1940, consists of building a new Metropolitan Line station 
in close proximity to the new tube stations and with 
vastly improved interchange facilities both with the tubes 
and with King’s Cross, L.N.E.R., and St. Pancras, 
L.M.S.R., stations. 

* * * * 


An Advocate of Advertising 


A new distinction has been lent to humorous writing by 
the honour of D.Litt. conferred upon Mr. P. G. 
Wodehouse by Oxford University. Perhaps one day we 
shall see the science of railway salesmanship similarly 
honoured, and if we do we should like to bet, that it will 
be through the person of Mr. Ashton Davies, that tireless 
and profound analyst of a subject sometimes rashly dis 
missed as merely a matter of instinct. Mr. Ashton Davies, 
now Acting Vice-President, L.M.S.R., was that company’s 
first Chief Commercial Manager, and his paper on 
‘““ Railway Salesmanship ’’ read to the Railway Students’ 
Association on April 27 (reported in our May 5 issue) 
explained why the post was created in 1932 and what are 
its responsibilities. More recently, on June 19, Mr. Ashton 
Davies addressed the Annual Advertising Convention at 
Blackpool on commercial advertising, with particular 
reference to railways. He said that the four railways 
between them spent three-quarters of a million a year on 
advertising, mainly through the press, posters, hand- 
bills, timetables, and booklets. Railway advertising being 
mainly factual, and appealing to reason rather than 
emotion, Mr. Ashton Davies submitted that it might be 
considered the highest type of commercial publicity. 
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Shropshire Union Canals 
A recent warrant of the Minister of Transport authorises 
abandonment by the London Midland & Scottish Rail- 
y Company of 60 chains of the Shrewsbury Canal from 
present termination at the north of New Park Road, 
rewsbury. This canal forms part of the system of the 
opshire Union Canals which was leased in perpetuity 
the former London & North Western Railway Com- 
ny in 1847, and absorbed by the L.M.S.R. under the 
ilways Act, 1921. At the time of the passing of the 
t of 1921 the Shropshire Union system had a. total 
neth of 200 miles 42) chains, which by the end of 1931 
id been reduced by closures and abandonments to 194 
iles 3 chains, and is now to be reduced by a further 
chains. Before the war the system had consisted of 
total length of 201 miles 54 chains. It was itself an 
1algamation of four distinct canals authorised by separate 
\cts of Parliament, and the former London & North 
Vestern Railway Company acted as general carrier both 
1 the Shropshire Union system and on other connected 
iterways. The system included the Birmingham & Liver 
ool Canal, Chester Canal, Wirral Line, Newport branch, 
Middlewich branch, Ellesmere Canal, Montgomeryshire 
inal, and Shrewsbury Canal. Closures and abandon- 
ents since 1923 have included 5} miles from Hordley 
Bridge No. 1 to Weston, the Shrewsbury basin 4} chains, 
ind 1 mile 15 chains of the Shrewsbury Canal from Wrock 
wardine Wood to the bottom of the Trench incline. 
a a * * 


What is an Electro-Mechanical Frame ? 

During recent years a tendency has arisen to speak of an 
‘ electro-mechanical ’’ frame when describing signal in- 
stallations in which an ordinary type locking frame has 
been put in, working the points—or most of them—by 
rodding, and certain other functions, chiefly signals, 
electrically through circuit controllers driven from the 
levers. This does not appear to us to be a right use of 
the term. The mere working of some functions electri- 
cally in this way does not alter the frame itself, which 
remains of the “‘ mechanical ’’ type, any more than an 
eventual decision so to work all the functions would 
justify the frame being called an “‘ electric ’’ one. For 
ome years an ‘‘ electro-mechanical ’’ frame was always 
understood to be one in which full-sized levers were used 
only for working functions by manual effort, small and 
entirely different handles being provided for the control 
of power-operated functions, as in the signalling at and 
near Victoria (Central), Southern Railway, recently super- 
seded by full power equipment. These handles were 
usually arranged over the full-sized levers, as in British 
and American installations, but in some Continental ones 
were seen placed at one end of the frame or spread here 
and there in between the large levers. We think the term 
‘ electro-mechanical ’’ should be kept to designate frames 
of this class only. 

* * * * 

New Signals at Rugby 

With the introduction of colour-light signalling through 
Rugby, L.M.S.R., next Sunday, the most famous and 
one of the largest signal gantries in the country will become 
redundant. This signal gantry spanning the L.M.S.R. 
main line just south of Rugby, and carrying 44 signal 
arms on 26 posts, the highest of which is 74 ft. above 
the ground, was depicted on the cover of what was pro- 
bably the most widely circulated railway book ever pub- 
lished, Clear the Lines,’’ the pamphlet issued last 
December by the Railway Companies’ Association, setting 
forth the arguments for the “‘square deal ’’—although in 
this picture the gantry had its lower arms obliterated and 
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had itself been transplanted from Rugby to the Southern 
Railway approach to Cannon Street station. The old 
gantry at Rugby will be replaced by two much smaller 
structures carrying three groups of colour lights, 12 sig- 
nals in all. The change-over next Sunday involves a 
distance of about two miles through the Rugby station 
area, in which there will be 33 colour-light signals con- 
trolled from six signal boxes. The resignalling will enable 
the headway between non-stopping trains to be reduced 
from 7 to 5 min. An incidental saving will be made in 
that, for every time the famous gantry at Rugby No. 1 
and its signals had to be repainted, over 350 lb. of paint 
were used and it took four men about seven weeks to 
complete the job. 
* * * * 

Soviet Locomotive Tests 

Further proof of the vital effect of free exhaust on the 
power output and efficiency of steam locomotives of con- 
ventional design is to be found in the test results of the 
two most modern types of Soviet locomotives, the 2-10-2 
FD freight and 2-8-4 JS passenger classes, which have 
identical boilers and cylinders. By replacing the ordinary 
circular exhaust nozzle with a four-hole nozzle having a 32 
per cent. greater area, the maximum evaporation rose by 
16:6 per cent. to 14-2 lb. of steam per sq. ft. of evapora- 
tive heating surface per hour. Moreover, along with the 
reduction in back pressure and increase in evaporation 
came a reduction in the specific steam consumption from 
17-4 to 15°5 lb. per rail horsepower hour, at a pressure 
of 213 lb. per sq. in. With the improved exhaust the 
starting tractive effort could be maintained up to a driving 
wheel speed of 135 r.p.m., whereas with the ordinary 
circular exhaust nozzle the tractive effort began to fall 
at 100 r.p.m. The four-hole nozzle appears to have been 
the culmination in a series of blastpipe experiments with 
circular, rectangular, cruciform, and Kylala nozzles. Ac- 
cording to previous tests on one of the standard 0-10-0 
freight locomotives, a smokebox vacuum of 6 in. of water 
could be maintained with a back pressure of 2:35 lb. per 
sq. in. when using a cruciform nozzle of 31 sq. in. area, 
whereas the original circular nozzle of 25 sq. in. gave a 
back pressure of 5-9 lb. per sq. in., and a 26°3-sq. in. 
Kylala nozzle, 3:5 lb. per sq. in. 

* * * * 

Eastern Counties Railway Centenary 

During 1836 more than 1,000 miles of new railway were 
promoted, a figure which exceeded the total of all the lines 
that had hitherto been sanctioned by Parliament. The 
largest of all was thé Eastern Counties scheme, which 
envisaged a line from Shoreditch via Chelmsford, Col- 
chester, and Ipswich, to Norwich and Yarmouth, a total 
distance of 126 miles. A subsidiary scheme was for the 
Thames Haven Railway & Dock, a branch line from 
Romford to Shellhaven on the Thames where a deep water 
dock was to be constructed. The first portion of the 
Eastern Counties Railway was opened on June 20, 1839, 
on the 5-ft. gauge, but it was a very modest start com- 
pared with the grandiose scheme contemplated. On the 
opening day the line consisted of a 10}-mile stretch from 
a temporary terminus at Devonshire Street (in the East 
End of London) to Romford. On July 1, 1840, the London 
end of the line was extended from Devonshire Street to 
Shoreditch, and the country end to Brentwood, but finance 
was a problem as one million pounds had been spent and 
only 17 miles of railway line was working. However, 
on March 29, 1843, the line reached Colchester. In 1844 
the gauge was converted to the standard 4 ft. 8} in., and 
the Eastern Counties subsequently became a constituent 
of the Gieat Eastern Railway Company. 
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Exceptional Charges 

~ OME interesting figures were furnished to the Railway 

Rates Tribunal at the annual review of railway 
charges on June 14, showing the very large numbers of 
exceptional rates which have been granted by the four 
main-line railway companies in recent years. The power 
of the companies to grant reduced rates is strictly limited 
by the Railways Act, 1921, as modified by the Road & 
Rail Traffic Act, 1933. These Acts authorise them to 
erant exceptional rates provided that those between 5 and 
40 per cent. below the appropriate standard charge are 
reported to the Minister of Transport, and those more than 
40 per cent. below the standard are approved by the 
Railwav Rates Tribunal. During 1938 there were 144,288 
exceptional rates granted in respect of merchandise traffic, 
a reduction of about 30,000 compared with the figures for 
the previous year, which were the highest recorded since 
the introduction of standard charges in 1928. The reduc- 
tion in the number granted last year, notwithstanding the 
serious decline in railway traffic, is not surprising, seeing 
that in the last eleven years no fewer than 1,400,000 
reduced rates have been granted, most of which were in 
respect of traffic in the higher classes of the general railway 
classification. The cumulative effect on railway revenues 
of these numerous reductions in rates is very great, and 
the extent to which it has been necessary for the com- 
panies to adopt this practice is indicative of the manner in 
which the competition of other forms of transport, not 
subject to rates control, has undermined the railway rates 
structure. It was for this reason that the railway com- 
panies made their urgent representations to the Minister 
of Transport in November last for relief from the statutory 
control of rates to which they are subjected. 

An analysis of the reduced rates granted in 1938 shows 
that 83,264, or over one-half of the total, were more than 
20 per cent. below the standard charge; this is a decrease 
of 32,496 compared with 1937. Further, 12,740 rates (or 
8-83 per cent. of the total) were more than 40 per cent. 
below the standard, as compared with 16,639 (9°53 per 
cent.) in the previous year. The largest numbers of 
reduced rates were granted in connection with the con- 
veyance of vegetables (30,151 or 20-9 per cent. of the 
total): the next largest group for manure (26,388 or 18°3 
per cent.); and 19,460 (or 13-5 per cent.) in connection 
with the conveyance of coal. So far as the last-named 
are concerned, there is still a tendency for collieries 
situated on or near the sea-board to divert previously rail- 
borne traffic, destined for London and, south-coast ports, 
to coastwise steamer, leaving the companies to perform 
only the short haul to the port .and the haulage from 
the second port to the inland destination in those cases 
where they are able to secure it against the very keen 
competition of road hauliers. To industrial companies the 
Great Western Railway granted 27,343 exceptional rates, 
or about 1,300 more than in 1937, but each of the three 
other companies showed fairly substantial decreases. 

In the case of merchandise by passenger train, 15,344 
reduced rates were granted, a reduction of 404 or 2-57 per 
cent. compared with 1937. More than half of these 
exceeded 20 per cent. below the standard. No fewer 
than 2,801 (18-26 per cent.) of the total were more than 
40 per cent. below the standard, as compared with 3,555 
(22:57 per cent.) in the previous year. Most of these were 
introduced for the purpose of fostering local industries, 
such as fruit, flower, and vegetable farming, and rabbit 
trapping. Incidentally, it may be added that 824 agreed 
charges are now in operation representing a revenue of 
£41 million, an increase of 302 charges and £600,000 in 
revenue compared with 1937. The figures are not a com- 
plete measure of the position, as it does not follow that 
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traffic was secured by all the reduced rates, neith: 
numbers give any indication of the tonnage inyol 
Nevertheless, they are indicative of the manner in 
the Railways Act theory of standard charges vieldin 
standard revenue has been destroyed by the activitie: 
other forms of transport not subject to similar rate cont 


* * * * 


The London Fares Revision 


ESOLUTIONS against the revision of passenge: 

in the London area, which came into fore: 
June 11, were passed at a public meeting held at 
Central Hall on June 8. On Thursday of last wee! 
Minister of Transport received a deputation consistin 
Mr. W. J. Brown, Mr. J. Gaster, Councillor G. A. Ap 
ton, and Mr. A. H. Page, which placed before the Mini 
the Central Hall resolutions; explained the grounds 
which the fare increases were considered unjustifia 
and asked the Minister to consider a public inquiry 
the financial structure of the London Passenger Trans; 
Board. The deputation also made suggestions for amet 
ing legislation to cover, among other matters, the cor 
position of the Railway Rates Tribunal and the matt: 
to which that tribunal is required to have regard wih. 
dealing with passenger fares in the London Passenge: 
Transport Area. The Minister promised to consider tli 
views put forward by the deputation and to send a reph 
as soon as possible. In addition to these formal resolu 
tions presented to the Minister of Transport, complaints 
regarding the London fares revision have been voiced in 
various quarters, and some, at any rate, of the com 
plaints seem to be based on a misunderstanding of thi 
position. We have already recorded the various factors 
which led up to the proposals of the London Passenge1 
Transport Board and of the main-line railway companies 
to revise the London Area fares, and the judgment of 
the Railway Rates Tribunal granting without reservation 
the applications of the parties to increase these fares by 
5 per cent. formed the subject of a leader in our issu 
of June 2. As it seems probable, however, that the 
subject will engage public attention for some time to 
come, we now propose to supplement our previous state 
ments of broad policy with more detailed information of 
the railway fare charges; the revision of the road trans- 
port fares is dealt with in an article this week in ow 
Road Transport section. 

So far as the main-line railways are concerned the local 
fares in London have now been increased by amounts 
corresponding with those applied to the rest of the country 
in 1937; this has involved no change in the fares between 
London stations and those stations outside the London 
Transport area. Third class ordinary single fares unde1 
Is. are increased by }d.; from 1s. to 2s. 5d. the increase 
is Id., from 2s. 6d. to 4s. Id. the increase is 2d.; and 
from 4s. 2d. to 5s. 9d. the increase is 3d. No workman’s 
daily fare under 5d. has been increased except in a few 
cases of exceptionally low fares where the increase is $d. 
Workmen's fares from 5d. and under Is. 3d. are increased 
by $d. except in a few instances where there has been 
no increase; and from 1s. 3d. and under Is. 6d., the 
predominating increase is }d. with a few instances of in- 
creases of 1d. The rates for season tickets have been in- 
creased by approximately 5 per cent., the same scale 
being applied as outside London in October, 1937. The 
extensive cheap fare facilities of the companies will con- 
tinue, and the third class fares under 10d. have been in- 
creased by 3d.; from 10d. up to 2s. 5d. by 1d.; from 
2s. 6d. up to 4s. 1d. by 2d.; and from 4s. 2d. up to 
5s. 9d. by 3d. 

In the case of the London Passenger Transport Board, 
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revision aims at bringing the board’s fares, which have 
‘herto presented many anomalies and discrepancies, 
rer to a uniform standard throughout the London 
insport Area. The result of this policy is that, in the 
in, only fares which were exceptionally low in relation 
the length of the journey have been raised, while a 
mber of fares upon the Metropolitan Line have been 
luced. The 1d. a mile standard as a maximum for 
‘th railway and road services remains undisturbed and is 
wv extended to apply to the Metropolitan Line up to 
jarrow, Uxbridge, and Stanmore, where reductions of 
dinary fares have been made. No fare for a single 
urney under 9d. on any of the board’s services has 
een increased by more than 1d., and, with few ex 
ptions, season ticket rates have not been increased by 
ore than about 5 per cent. The main alterations of 
res on the London Transport railways are as follow. 
the basis for ordinary fares continues to be Id. a mile, 
vith some flattening of the rate over 5d. No fare under 
9d. has been increased by more than 1d., and fares of 
d. and over have not been increased by more than 2d., 
xcepting in 43 cases where the former fares were ex- 
eptionally low and an increase of 3d. has been made. 
for workmen’s travel, the ‘basis of return tickets at the 
ordinary single fare has been preserved, so that increases 
in workmen’s fares apply only when the ordinary single 
fare has been increased in accordance with the Id. a mile 
standard. On the Metropolitan Line, however, workmen’s 
fares remain unchanged. The ld. a mile standard for 
ordinary fares has now been extended for the first time 
to the Metropolitan Line from Baker Street to Uxbridge 
and Stanmore, where the former standard was 14d. a 


mile. This has resulted in the reduction of many third 
class single fares. Cheap day return fares have been in- 
creased or reduced, where necessary, to conform more 


closely with a standard basis of one and a half times the 
single fare. The charges for season tickets inherited from 
the board’s predecessors varied widely. To smooth out 
inequalities, rates below the general standard have been 
increased, but not by more than approximately 5 per 
cent., except in the case of certain weekly seasons for 
short distances, and even in these cases the increase will 
not exceed Sd. a week. Many rates remain unchanged 
and some have been reduced, especially on the Stanmore 
branch of the Metropolitan Line. It is expected that one 
effect of this will be to cause greater use to be made of 
the Stanmore branch, with consequential relief to the 
Northern Line tube. 


Retirement of Mr. H. L. Thornhill 


"(THE retirement at the end of this month of Mr. H. L. 

Thornhill from the position of Chief Legal Adviser 
to the London Midland & Scottish Railway Company will 
bring to a close the more active duties of a legal career 
which is, we believe, unique in the history of British rail- 
ways. In three of the four group companies the head of 
the legal department, whatever his title, ranks as one of 
the chief officers, but has no executive control, and the 
same was true of the different companies as they existed 
before amalgamation. There have, of course, been in the 
past lawyer General Managers of British railways of which 
the late Sir George Gibb was the most notable example, 
but Mr. Thornhill is in the exceptional position of having 
been since January 1, 1927, not only Chief Legal Adviser 
to his company, but also a member of its Executive Com- 
mittee. After his retirement Mr. Thornhill’s connection 
with the company will still be maintained, as he will con- 
tinue to act on its behalf in a consultative or advisory 
capacity on certain special Parliamentary and_ public 
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matters. During all his working life, Mr. Thornhill has 
been associated with the legal side of railways and his 
experience in his earlier years on the former London & 
North Western Railway gave him a practical acquaintance 
with the varied problems arising in the Solicitor’s depart- 
ment of a railway. 

In the years before the war he took his part in the 
Railway & Canal Commission cases and in the Parlia- 
mentary fights which were then so frequent for most 
of the principal railways. Prominent railway officers then 
spent more time than they now do in the committee rooms 
and corridors where, incidentally, questions of policy 
frequently came up for discussion. Being associated with 
committee work gave Mr. Thornhill a training in matters 
of a wider scope than purely legal business, and Railway 
& Canal Commission practice made him well acquainted 
with questions of railway rates. In May, 1920, when he 
was Assistant Solicitor of the former London & North 
Western Railway, he went to the United States with Mr. 
Geoffrey Marshall, who was then Goods Manager of the 
Great Northern Railway, to study and report on the prin- 
ciples of railway rates, and later in the same year was 
chosen to give evidence before the Rates Advisory Com- 
mittee on behalf of the Railway Companies’ Association 
with reference to proposed changes in railway law. 
Appointed Solicitor of the London & North Western Rail- 
way Company in 1921, Mr. Thornhill became on 
January 1, 1924, Chief Solicitor to the London Midland & 
Scottish Railway Company, and subsequently Chief Legal 
Adviser. 

* * * * 


The Australian Railway Position 


TTHE present position of the Australian railways, collec- 
tively and as a whole, is extensively reviewed by 
the Department of Overseas Trade, in the Report recently 
issued on Economic and Commercial Conditions in Austra- 
lia.* The total mileage open to traffic, according to 
the Report, is 27,081 miles, of which all but about 800 
miles are controlled by the Federal and State Govern- 
ments. Capital cost, at June, 1937, was shown as 
£A336,391,000. Statistics of operation, summarised from 
the returns of the whole of the railways, are given as 
follows : 
1937-38 


1935-36 1936-37 


Gross earnings ats £A 41,302,000 42,315,000 44 360,000 
Working expenses £A 29,768,000 31,078,000 34,030,000 
Train miles nif No. 70,276,000 72,756,000 76,000 000 
Passenger journeys No. 368,196,000 377,553,000 384,855,000 
Freight carried Tons 31,149,000 32,527,000 35,687,000 
Ratio of working, per cent 72-07 73°45 76-72 
Net loss on capital cost, per 
cent : 0-49 0-24 


The figure of the net loss for 1937-38 is not available, 
but as expenses had increased at a greater rate than 
earnings, it is almost certain thet the net loss will prove 
to have been greater than in the previous periods. 
The report goes on to describe the capital position and 
working results of the individual Federal and State 
systems. Much has been done to overcome disabilities 
consequent on heavy capitalisation and the necessity for 
maintaining unremunerative lines, but heavy interest 
charges still convert surpluses on working into net deficits. 
On the other hand increased efficiency in operation is now 
being counterbalanced by higher costs, chiefly in wages 
and prices of fuel and materials, this coinciding unfor- 
tunately with unfavourable pastoral and agricultural 
conditions. Administrative difficulties in 1938-39 have 


* His Majesty’s Stationery Office, 3s. 6d. net 








therefore become greater and financial results are likely 
to be worse. 

Most of the railways are feeling the effects of competi- 
tion from aerial and road transport services. 


speeded up and rolling stock improved. Road transport 
competition is of course, more general, and the problem 
arising out of the conflict between the two forms of 
carriage in Australia is not materially different from that of 
other countries. 
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To meet 
air transport competition, main-line services are being 
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The question of the unification of the gauges has rece 
been revived and is to come up for consideration 
conference of State Ministers of Transport. No estin 
of the cost, of unification has been made since the fi 
of £A20,851,000 was given in 1929. In the last few , 
inter-capital communication has been considerably 
proved by the completion of a standard gauge track 
Brisbane and to Red Hill in South Australia, the nu 
of changes of gauge between Brisbane and Perth ha 
been reduced from five to three. 








LETTERS TO 


(The Editor is not responsible for 


L.N.E.R. ** Meet the Sun on the East Coast” 
Campaign 


Southern Railway, 


Waterloo Station, S.E.1 
June 20 
To THE Eprror or THE RatLway GAZETTE 
Sir,—The letter in your last issue from Mr. Dandridge 
stating that the cheapness of a Pluvius policy on the East 
Coast is specially significant in connection with ‘‘ Meet the 
Sun ’’ is a little hard to follow. Actually there is no con 
nection between the two, as it is an undisputed fact that 


the East Coast 
an acknowledged 


has always been the ‘‘ drier side of England,’’ 
slogan which I feel everyone knows and 


appreciates. On the other hand, it is an acknowledged fact 


that the Southern Coast invariably receives the most sun 
shine. Even Mr. Dandridge’s excellent campaign is unlikelv 
to affect Nature, and, there fore, it is improbable that the 
Southern Railway will reply by inviting people to ‘‘ Meet 
the Drought’’ on the South Coast, but will continue to 
press its legitimate claims for sunshine. 

Yours faithfully, 

C. GRASEMANN, 
Public Relations and Advertising Officer 


Locomotive Power and Efficiency 


. 


Montevideo 
May 29 

RAILWAY GAZETTE 

Lord Monkswell for making 
power and efficiency is interest 
method of calculation permits. The 
horsepower rates for practically peak 
performances, and as the article intended to demon 
strate improved overall this could be better 
achieved, if the tests revealed consumption of fuel per horse- 


To tHE Eprror or THt 
Sir,—The broad basis used by 
comparisons of locomotive 
ing in so’ far as such a 
comparative figures are 
is also 


efficiency 


power-hour for engine, tender, and train and per drawbat 
horsepower hour. 

The writer believes that the close agreement of results 
deduced from such widely different foundations might be 


subjected to considerable alteration if important factors, such 
as track curvature and weather conditions were 
taken into consideration. Whilst agreeing that the question 
a complex one, the results obtained by the 
‘ standard formula "’ for universal application must 
be regarded as very approximate. The German high speed 
102 m.p.h. show an engine resistance of 27 lb. per 
‘ formula the resistance at that 
per ton. 


resistance, 


ot resistances is 


use of a 


tests at 
whereas by 
is given as 60 lb. 

From such results as these latter, after making allowance 
for streamlining, it would appear that the practice of using 
a constant figure based on so many pounds per ton of weight 
on the driving and coupled wheels for machine resistance 
at all speeds would give more uniform results. 

Yours faithfully, 


ton, speed 


THOMPSON 


FAIRLESS 


THE EDITOR 


the opinions of correspondents) 


The Derby-Nottingham Railway 


3a, Dale Avenue, 
Long Eaton, Nottingham 
June | 
To THE Epiror oF THE RaILWay GAZETTE 
Sir,—On page 886 of your issue dated June 2 a refer 
was made to the centenary of the opening of the first sect 
of the Midland Counties Railway from Derby to Nottingh 
via Trent Junction. It is perhaps of some interest to re« 
that the course of this railway when opened did not exa 
follow the present route, and in fact avoided Trent altogeth« 
Leaving Derby station at the north end, the line immediately 
swung round to the south-east through the present Chadd 
den sidings to the point now known as Spondon junction, 
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Sketch map of the lines around Trent, showing abandoned link 


where it was later joined by the direct and shorter line from 
the south end of Derby station, which today ranks as the 
main line, and is used by the majority of Derby—Nottingham 
trains. The line through Chaddesden sidings still constitutes 
an important freight route, and is used by a number of 
Derby—Nottingham passenger trains for convenience of work 
ing, notable among them being the Lincoln—-Tamworth mail 
trains in each direction, which thereby avoid a reversal. 

From Spondon junction the original route is followed 
through Borrowash, Draycott, and Sawley stations; the 
lastnamed was originally known as Breaston—the name being 
subsequently changed to avoid confusion with Beeston—and 
was closed for traffic in 1930. At Sawley junction, where 
the station is a comparatively modern product of the 1890's, 
the original route diverged to the left, and for half a mile 
its track forms the present Trent north curve. At the point 
where the latter bends sharply to enter Trent station, the 
formation of the old main line can still be traced, continuing 
straight on and connecting up with the dead end sidings, 
known as Trent Girder Yard, which abut on the Leeds— 
‘London line some 500 yards north of Trent station. 

The old route and the present one are united at Long 
Eaton junction, where is to be seen one of the original 
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then called Long Eaton, which name it retained 
| the opening of the station of the same name on the 
Erewash Valley line. The present Trent station, which was 
cised at an early stage for the severity of its curves by 
writers as Williams and Acworth, was opened about 
is65 to facilitate the interchange of passengers from the 
jus converging routes, and it will be remembered that 
our own columns some three years ago a contributor 
zested that its possibilities as an exchange point were 
10 means exhausted. It is interesting to reflect that were 
original line, with its direct course from Sawley jun 
to Long Eaton junction, in use today, curves and speed 
trictions would be avoided, and the schedule of non- 
» trains between Derby and Nottingham could be reduced 
‘three or four minutes. 


tions, 


Yours faithfully, 


G. J. ASTON 


Our correspondent is correct in his remarks about the 
ginal route between Derby and Nottingham. Trent 
tion was opened on May I, 1862, and the track rearrange 
nt was made at the same time. The latter included build- 
the Sheet Stores junction to South junction line under 
Midland Railway (Rowsley & Buxton) Act, 1860, and 
» elimination of Platt’s crossing.—Eb. R.G.}. 


Locomotive Progress 
The Athenzeum, Pall Mall, S.W.1 
June 20 
RAILWAY GAZETTE 
In June, 1889, 


To tHE Eprror oF THE 
Srk,—Much may happen in half a century. 


party of American engineers on a visit to England were 
itertained at Crewe works by the railway company and 
yy F. W. Webb. They were shown Oceanic, the latest 


f the Webb 3-cylinder compound engines, and appear to 


ave been greatly impressed, for in the speeches after 
luncheon the American speaker said that they felt that 
iore had been done in England than they in America 


had been able to do, and that they approached the work 


English engineers with reverence. (See the account of 
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the proceedings in The Engineer for June 14, 1889, at page 
498.) Making all allowance for the politeness of guest to 
host, and for the influence of what had no doubt been an 
excellent lunch, the visitors do seem to have felt that 
British locomotive practice at that time, with Oceanic as 
its latest development, was superior to their own. 

And now? 

In The Engineer for May 5, 1939, there is an account of 
a test run in freight service in which an American engine 
started from rest and hauled for over 100 miles at a speed 
of 25 miles an hour a train weighing 11,736 tons, more than 
46 times her own weight, on a consumption per mile of 
347 lb. of coal of very poor quality; the ruling gradient 
of the line was 1 in 500. 

And as to passenger service, THE RaILWAy GAZETTE tells 
us of a Hiawatha 4-6-4 engine hauling a train of over 1,900 


tons, more than 10 times her own weight, at 70 miles an 

hour. With figures like these before us it seems that 

British engineers may regard American locomotive work 
with reverence ’’ today. 


W. B. THOMPSON 


Moral Rearmament 


1, Forestdale, Southgate, N.14 
June 20 
To THE Epiror oF THE RaAILWay GAZETTE 
Sir,—Mr. Arthur Welford’s letter in your issue of June 16 
admirably puts the case regarding our misunderstanding of, 
or the lack of facilities relating to, the mathematics of 
finance. He has, however, stated only a half-truth. The 
application to industry of the practical solution Mr. Welford 
outlines has failed for obvious moral reasons. Just as the 
late Nurse Cavell found that patriotism was not enough, 
so the world is slowly learning that legislation and external 
aids are not enough. So long as man’s inhumanity to man 
exists the basic pressing need is the moral one. <A truly 
moral society would soon see to it that the reforms com- 
mended by Mr. Welford were given effect to. 
Yours faithfully, 
H. HEWITT 








PUBLICATIONS RECEIVED 


Light.—What is de- 


scribed as a “ safety newspaper ”’ for 


The Green 


also conveying forcefully 
which they are designed. 


“season ’’ to the best advantage. 
Itineraries for the three separate varie- 
ties of season ticket are included, cover- 
ing all the tourist centres of the country 
-the art towns, the coast, the Ardennes. 


the less mn tor 








children has been published by the 
National ‘‘ Safety First Association 
Inc.), Terminal House, 52, Grosvenor 
Gardens, S.W.1, thus implementing a 
recommendation made a little time 
io in an L.C.C. Committee’s report on 

Safety and the London Child.”” The 
Green Light, as the new paper is called, 
is being offered by the association to 
education authorities for distribution in 
schools, and 100,000 copies have been 
ordered by the L.C.C. Safety lessons are 
conveyed in pictures, stories, and general 
interest articles. Two pages are in 
colour, and in the copy before us include 
an illustration of the L.M.S.R. Corona- 
Scot express above a_ caption 
reading ‘“‘ Great care is taken with the 
railway lines, signals, curves (and 
many other things), so that the trains 
and the people who ride in them may 
be kept safe.’’ A panel of “ eight 
interesting safety devices ’’ illustrates 
four which are in use on railways, and 
there is a complete article entitled 
‘Safetv on the Underground.” The 
paper is edited by Mr. C. E. Hodges, one 
of the originators of the B.B.C.Children’s 
Hour. He has managed to make its 
contents good reading for children while 


tion 





Southampton Municipal Airport. 

We have received the 1939 edition of 
the illustrated guide to the services and 
facilities provided at this important 
aerodrome. Public air transport facili- 
ties at Southampton are at present pro 
vided by Guernsey & Jersey Airways 
Limited to Guernsey and Jersey ; Great 
Western & Southern Air Lines Limited 
to Brighton and Liverpool ; and Ports 
mouth, Southsea & Isle of Wight Avia- 
tion Limited to Ryde. In addition to 
information for air passengers, the guide 
provides a useful key to the services of 
all kinds provided at the airport for the 
visiting pilot. 


Belgium By Rail. 
a small country, but it is one offer- 
ing amazing diversity and _ contrast. 
A happy and hospitable country, it 
possesses a fine railway system, by means 
of which the traveller holding one of the 
economical five- or fifteen-day, or one 
month tickets may get about 
quickly and easily. The Belgian Rail- 
ways & Marine, whose London office is 
at 99, Regent Street, has sent us a little 
booklet which is designed to show the 
tourist in Belgium how he may use his 


Belgium is only 


season 


Details appear also of a remarkable 
tourist voucher for the 1939 season, 
which, for an outlay of about 4s., 
entitles the bearer to many concessions. 


Rubber Cables and Wires.— British 
Insulated Cables Limited, of Prescot, 
Lancs., has brought out a supplementary 
list of rubber cables and wires. Specifica- 
tions appear of lift trailing flexible cords, 
flexible welding cables, and dynamo 
flexible cables. , 


Ventilating Equipment.—tThe de- 
sirability of maintaining a comfortable 
temperature and clean atmosphere on 
industrial or business premises is recog- 
nised in two illustrated folders we have 
received from Keith Blackman Limited, 
of Tottenham, London, N.7. One of 
these shows representative installations 
of Keith Blackman equipment for 
ventilating, fumes removal, unit heating, 
or such purposes as drying and boiler 
draught. The firm also supplies auxiliary 
equipment in the shape of air filters, 
washers, and heaters, hoods and dust 
settlers, dustwork, and compressors. The 
second folder deals more particularly 
with ventilating fans, complete with 
protected driving motors. 
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THE SCRAP HEAP 


According to the Coalville Times of 
June 2, the disused depot at Swadlin- 
cote of the Burton & Ashby Light Rail- 
way, which was closed down more than 
12 vears ago, is being converted for 
use as headquarters of the second line 
cl abl Company, 5th Sherwood 
Foresters. Miniature ranges will be 
installed. 


* *x ” 


A thousand employees of Crosse & 
Blackwell’s London works and head 
quarter staff had a novel full-day out 
ing on Saturday last, June 17. They 
left Paddington in two special trains at 
7.55 a.m. and 8.15 a.m. for Porthcawl, 
where they spent the day at the sea 


side. Later in the evening the firm 
held its staff dance at Coney Beach 
from 10.30 p.m. to 2.0 a.m. The 


party then boarded the special trains, 
which were due at Paddington about 
7.30 a.m. on Sunday morning. 


* *~ * 


Mr. Cook’s historic guaranteed ex 
cursion to Loughborough cropped up 
again at the Railway Rates Tribunal 
inquiry into the recent higher London 
fares application (see our June 9 issue). 


It was recalled by Sir William Wood * 


what may not be so generally 
familiar—that the event for which the 
excursion was arranged was a tem 
perance meeting at Loughborough. 
Che tribunal found time amid its more 
serious duties to speculate upon 
whether this was likely to have been 
i restaurant car excursion—a question 
suggested by Sir Walter Monckton, 
who, however, gave it as his opinion 
that the weight of other evidence made 
this unlikely. 


* * * 


LOCK-KEEPER SAVES 100 LIVES 

\n unusual presentation was made 
by Mr. R. J. M. Inglis, Engineer 
(Southern Area), L.N.E.R., in his 
office at King’s Cross on June 7. A 
member of his staff, Mr. William Pope, 
who for the past 16 years has been a 
lock-keeper at Clayton, near Man 
chester, on the L.N.E.R. Company’s 
Ashton Canal, received from Mr. Inglis 
the sum of five guineas and an in 
scribed letter from the trustees of the 
Sir Edward Watkin Special Award 
Fund, as a small token of the com 
pany’s appreciation of his gallant and 
courageous conduct on many occasions 
in saving people from drowning in the 
canal. It is reputed that Pope has 
saved over 100 lives. 


* - . 


ARTHUR YOUNG'S TRAVELS IN FRANCE 

The journey 150 years ago of Arthur 
Young, the English agriculturalist, 
through the Vivarais country in 
Southern France will be com 
memorated this year during the cele 
brations in connection with the 400th 
anniversary of the birth in 1539 of 
Olivier de Serres. The latter was re- 


sponsible for the introduction of the 
mulberry tree and therefore of the 
great silk industry into France. These 
celebrations will take place at Ville- 
neuve-de-Berg and Le Pradel, where 
the de Serres estates were situated, on 
July 2. Arthur Young was one of the 
first to discover the delights of 
travelling in France, and the route he 
followed through Vivarais will be 
given the formal title of the ‘‘ Route 
Arthur Young en Vivarais.’’ He wrote 
a book recording his experiences in 
France, and extracts from it describing 
the Vivarais will be included in an 
illustrated folder 


* * * 


GOOD ENOUGH 
We are all familiar with the saying 
attributed to British farmers ‘‘ What 
was good enough for feyther is good 
enough for me.’’ Mr. Gilbert Szlumper, 
presiding at the Institute of Transport 
Congress last week, said that at South 


June 23, 1939 


ampton they were satisfied with not! 
but the best. In his own home ‘ 
enough ’’ were words never allowe: 
be used, and he tried to carry out 
principle, with, he hoped, some m« 
of success, not only in his own 
mediate surroundings, but also 
the vast activities of the Southern | 
way. 
*~ a * 
THE SEVEN SEAS 

Mr. Gilbert S. Szlumper, presiding 
the discussion of Mr. G. F. Bilbroi 
paper on ‘‘ National Aspects of Tr 
port,’’ at the Institute of Trans 
Congress, said that the speakers 
ranged over the ‘‘ Seven C’s”’ of 

Co-ordination. 

Combination. 

Co-operation. 

**C”’ Licences. 

Cost of service. 

Cheap fares. 

Commonweal. 

Full particulars of these attracti 

marine excursions will be found in « 
report of the congress on page 1038 
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SUSPENSION RAIL-WAY, ROYAL PANARMONION GARDENS, 


LIVERPOOL STREET, KING’S CROSS, NEW ROAD, Sr. PANCRAS 
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WILLIAM THE FOURTH, ROYAL CAR. 


This astonishing Machine, now exbibiting in the Royal Panarmonion Gardens, is perhaps one of the most simple pieces of Machinery 
ever decovered, powessing such woudertul action, that many tows weight may be eomveyed to any distance, without the help of steam or animal 
power. No one can believe that this Car travels with such ease aud tpidity without being a witness of the faet. The idea is a very ingenious 
one, aud dees great credjt ty Mr. H. Tronesyaton who is the mventor. 
the (parties to ride round the gardens i the Car, or on the Hobby Horse. Refreshments may be obtamed on the 
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The Royal Panarmonion Gardens were situated in Liverpool Street (now Birkenhead Street), 


King’s Cross, and were noted for entertainments ; they were opened on March 4, 1830. 


Above 


are reproduced two illustrations, from the Heal Collection of the St. Pancras Borough Libraries, 


showing the suspension railway which carried visitors round the gardens. 


The lower picture 


is from an unfinished wash drawing by T. Homer Shepherd 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


NEW ZEALAND 


Record Figures 

For the year ended March 31, 1939 
Railways Department has obtained 
: record revenue, carried record traffic, 
t the cost of improved staff condi- 
ns, made full provision for capital 
preciation out of the year’s earnings, 
i shows a net revenue of over 
700,000 on the year’s working. Out 
a total expenditure of £8,644,000 
e railways paid £5,254,851 in wages 
inst £4,902,226 paid in the previous 
ir. The number of people to whom 
rect employment was given’ was 
25,133 and probably as many more were 
being indirectly employed. Of the 
'5,133 employed, 15,463 are permanent 
mployees and 9,670 casuals. The total 
tonnage carried during 1938-39 was 
7,539,012 tons against 7,516,049 tons 
the previous year. The total passen- 
vers carried was 23,265,768 compared 
with 22,441,212. The road passengers 
urried were 5,732,282, against 5,446,229 

carried the previous year. 


Centennial Year Celebrations 

There is great activity at present in 
every branch of the railways in 
preparation for the centennial year 
traffic, between November and April 
next. With knowledge of the marked 
increase in railway traffic arising from 
the exhibition held in Dunedin in 
1925-26 and bearing in mind that the 
New Zealand Centennial Exhibition at 
Wellington will be on a much larger 
scale, commensurate increases in pas- 
senger and other traffic associated 
with the exhibition may be expected. 
Chen there is transport to be provided 
for local celebrations in the various 
centres where these are being arranged, 
as well as the natural increase of busi- 
ness which has been a feature of rail- 
way development in recent years. 


Large Locomotive Building 
Programme 

The New Zealand Railways already 
have 30 ‘‘ K ’”’ class locomotives in ser- 
vice, the most powerful express engines 
on this system. All of them have been 
built by the Railways Department in 
its own workshops, which are now en 
building 35 ‘‘ Ka,’’ class—- 
streamlined ‘‘ K ’’ engines improved by 
fitting feed-water heaters and_ roller 
bearings on the main driving axles— 
and 6 ‘‘ Kb’’ locomotives, similar to 
‘“Ka’’ engines but with a 
added. The 35 ‘‘ Ka ”’ locomotives are 
being built at the Hutt Valley work- 
shops (North Island) and the 6 ‘‘ Kb”’ 
at the Hillside (South Island) work- 
shops. 

A general utility and slightly lighter 
4-8-2 locomotive, the ‘‘ J ”’ class, has 
been designed, powered about half-way 
between a ‘‘ K’”’ and an ‘“‘ Ab,”’ and 
40 of these ‘‘ J ’’s are being imported 


gaged in 


booster 


from England. Most of them are 
intended for branch lines and will be 
used in various parts of both islands. 


Imported Artisan Labour for 
Building New Cars and Engines 
To cope with the present remarkable 

demand for new railcars, and 
locomotives, steam and electric, which 
are being or to be built in the Rail- 
way Department’s own shops, the 
Superintendent of Workshops has 


cars, 


recently been engaging 100 skilled 
tradesmen in Australia, as there are 


insufficient of certain kinds in New 
Zealand to cope with all the work in 
the railway workshops. 


New Railway Construction 

Work is now in hand upon the con- 
struction of the new Paeroa—Pokeno 
railway, a cross-country line about 
40 miles being built to give 
quicker access between the fast-develop- 
ing Bay of Plenty and Auckland, New 
Zealand’s largest city and_ principal 
northern _ port. At present — traffic 
travels via Frankton junction, the dis- 
tance from Paeroa to Pokeno being 89 
miles by this route. Besides the saving 
in distance of about 49 miles for traffic 
between east and north in this area, 
the completion of the new line will re- 
lieve congestion on the southern portion 
of the Auckland—Frankton junction 
line where traffic density is at present 
high. The heaviest work involved will 
be in the approaches to the Piako river, 
and in the cutting at Mangatarata to 
provide the spoil for the section between 
Ngatea and the hills. 


long, 


New Freight Depot, Christchurch 


A £50,000 contract has been let for 
the new goods shed at Christchurch 
(South Island). The building will be a 
steel and concrete structure, 413 ft. 
long and 130 ft. wide. Two sidings will 
run right through it with numerous cart 
docks for loading outwards goods. This 
is a most important step in the recon 
struction of the station. Before any 
tracks can be relaid or temporary 
arrangements made while the platforms 
are being rebuilt, it will be 
to demolish some of the existing goods 
sheds. This work cannot be begun 
until the new shed is completed. Ai 
present the construction of the new car 
and wagon sheds is nearing completion, 
together with a rearrangement of tracks 
in the yards. 


necessary 


TASMANIA 


‘* Door-to-door ’’ for Passengers 


One of the disadvantages often 
quoted against rail travel is that pas- 
sengers are obliged to take a convey- 
ance for themselves and their luggage 
to the railway, and again from the 
railway on reaching their destination, 
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thus adding to the cost of journeys, 
and comparing unfavourably with the 
facilities given by road transport. To 
meet this position the Railway Depart- 
ment several years ago instituted a 
system of free transport, to and from 
the railway of all passengers paying a 
fare of a certain amount and _ over. 
The system has worked well and no 
doubt has helped to popularise railway 
travel. . 
Increased Revenue 

The returns to date for the current 
financial year show a substantial in- 
crease in revenue over the correspond- 
ing period of last year. This applies 
to both passenger and goods traffic, 
and if the rate of increase is main- 
tained a more satisfactory balance 
sheet than that for last year will be 
presented at the close of the present 
year. Our locomotives are hard 
pressed to meet requirements, and in 
consequence it is not always possible 
to give them the necessary workshops 
attention. The introduction of Traffic 
Control has been an important factor 
in facilitating the running of trains and 
the supply of wagons. 


WESTERN AUSTRALIA 


Unemployment Relief Works 

on Railways 

Faced with the necessity to provide 
work or sustenance for a large number 
of men for whom work in private pur- 
suits has not been available, the 
Western Australian Government in 
recent years has made money available 
for a number of public works which in 
other circumstances would most likely 
have been deferred. The object being 
to provide as much work as possible, 
with the money available, schemes in- 
volving a maximum amount of labour 
and a minimum of material have been 
favoured, and the railways have been 
called upon to do their share in finding 
suitable works of this nature. 

As a result, many jobs have been 
put in hand which, while easing the un- 
employment position, have made for 
more efficient and economical working. 
Chief among such works have been the 
reballasting of tracks where the origi- 
nal ballast has deteriorated; reballast- 
ing of important sections with metal 


ballast to give a better running sur- 
face; regrading, and _ deviations of 


track, reconditioning of track; and in 
some cases relaying of important sec- 
tions with heavier rails to enable a 
heavier type of locomotive to be used 
thereon. Improvements to country 
railway water supplies and provision of 
additional reservoirs in dry areas have 
also been given attention. 

Important works of this nature now 
in progress are regrading and devia- 
tions between Merredin and Southern 
Cross, and reballasting with metal be- 
tween Northam and Merredin on the 
main line to Kalgoorlie. These two 
sections form part of the Western Aus- 
tralian link in the railways connecting 
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Western Australia with the Eastern 
States, and in addition they carry 
the whole of the traffic between the 
coast and the eastern goldfields and 
also a portion of the wheat belt, and 
the improvements will facilitate traffic 
working on this line. Another work 
is reballasting with metal between 
Fremantle and Midland junction on the 
suburban system. This section, in 
addition to heavy suburban traffic, 
carries practically the whole of the 
goods traffic between the country and 
the port of Fremantle, including the 
bulk of the wheat harvest, and because 
of the density of traffic, work has been 
suspended during the summer, but will 
be recommenced and carried on during 
the slacker periods of the winter 
months. The results of the carrying 
out of these unemployment relief works 
will doubtless be reflected in the finan 
cial results in future years. 


Financial Results: Quarter and 
Nine Months ended March 31, 1939 

The financial results of the Western 
Australian Government Railways as 
disclosed in the report of the Commis- 
sioner for the quarter ended March 31 
showed a loss for the quarter of 
£16,806, as compared with a profit of 
£97,448 for the corresponding period of 
1938, and for the nine months of the 
financial year the loss was £273,102, 
compared with a deficit of £30,354 for 
the similar period of the previous year. 

The adverse showing for the current 
year is principally due to increased ex- 
penditure brought about by a heavy 
increase in the basic wage, the inci- 
dence of new arbitration awards, and 
water shortages, which necessitated 
heavy unproductive train mileage to 
meet requirements for locomotive pur 
poses. A reduction of £60,000 in earn- 
ings for the quarter contributed to the 
loss offsetting increased earnings dur 


ing the previous six months. The 
decline in earnings was mainly due 
to a reduced quantity of wheat, 
timber, and general traffic  offer- 


ing, the latter being due in no small 
measure to the low prices at present 
obtainable for primary products. 


ARGENTINA 


Presidential Message 

The Presidential Message which Dr. 
Ortiz sent to Congress in connection 
with the inauguration of this year's 
sessions contains some interesting para- 
graphs in regard to finance and public 
works. Referring to the former, he 
said that although the estimated income 
had been exceeded by sixteen million 
pesos, there was a budget deficit of 
fifteen millions. The message revealed 
that the exchange control profits had 
been utilised to an unspecified extent 
to cover up shortcomings in other direc- 
tions. An increase in exchange profits 
of $38,200,000, was registered during 
the vear. An increase of $126,500,000 
had been made in the national debt, 
although debt services absorbed over 
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$170,000,000 during the past year. Of 
the former arhount $72,500,000 were to 
be refunded by various provinces and 
the Municipality of Buenos Aires. The 
gradual elimination of the exchange con- 
trol system, the message stated, had to 
be postponed, as a means of protecting 
the balance of payments, the value of 
the currency, and the country’s foreign 
trade. 

Ever since the system was instituted 
in 1933, the Government has found the 
profits on exchange a most useful source 
of revenue, and it looks as though the 
optimists among the taxpayers, who 
were confident that this was but a tem 
porary measure, were wrong. The 
action of the Government in decreeing 
minimum prices and buying up this 
year’s wheat for the benefit of the 
farmer, will constitute a big drain on 
the exchange fund, in view of the pre- 
sent low price of that commodity, es- 
pecially if there be no war in Europe. 


Public Works 

Under this heading, the message 
stated that various railway companies 
had been able to improve their services 
and reduce tariffs in order to offset road 
competition. Diesel-electric traction 
was becoming general with a number 
of companies, and a greater number of 
excursion trains had been run, to the 
advantage of the travelling public. The 
message referred to the decreased income 
of the foreign companies, and stated 
that although the passenger traffic had 
increased by nearly three and a hali 
millions, the tonnage of freight carried 
had dropped by over eleven millions. 
Satisfactory results, however, had been 
obtained from the running of the State 
Railways, the gross receipts (excluding 
the Cordoba Central) exceeding by 
$1,262,852 the amount recorded last 
year of $64,000,000, the net profit being 
$11,643,873 paper. In regard to the 
Cordoba Central, the operation by the 
State Railways management over eleven 
months had resulted in a_ profit of 
38,320,483. 


Railway Pension Fund 

The above fund was reported to have 
shown a deficit of $3,000,000, with the 
corresponding diminution of the capital 
reserves, and an accentuation of the pro- 
cess of decapitalisation, already fore- 
seen, in view of which the Government 
would adopt the necessary measures in 
conjunction with Congress. 


Funds Remitted to London 
For Purchase of C.C.R. 

It was officially announced on May 12 
that the Argentine Ministry of Finance 
nad instructed the Bank of the Nation 
to remit the sum of £700,000 sterling 
to London as payment of the cash por 
tion of the agreement under which the 
Argentine Government arranged to pur- 
chase the Cordoba Central Railway. It 
will be recalled that the total purchase 
price for the line was fixed at 
£9,500,000, of which £8,800,000 would 
be paid in 4 per cent. bonds, and the 
balance in cash. 
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BURMA 


Sale of Locomotives and 
Rolling Stock to China 

The former Chief Engineer and Chief 
Mechanical Engineer of the Peipi; 
Hankow Railway, now in Japan 
hands, recently visited Rangoon to 
negotiate the purchase of sur 
Burma Railways locomotives and roll 
ing stock, to send to the French 
Yunnan Railway, which, as previou 
reported in THE RatLway Gazetri 
taxed to the utmost to carry sup; 
for the Chinese. Eight “J” cl 
4-6-0 type, six “‘F’”’ class 0-6-0 t 
engines, and 139 open wagons h 
been offered them, and the ‘“‘ F ”’ ¢] 
engines and all the wagons have b 
accepted. 

1938-39 Earnings and Traffic 
Department Experimental Re- 
organisation 
The Burma Railways gross. traffi 
receipts for the year ended March 3} 
last, are in excess of those for th 
previous year by Rs. 33 lakhs, and th 
corresponding net earnings represent 
return of about 3-14 per cent. on 

capital at charge. 

Regarding the experimental separa 
tion, since July last, of the Trans 
portation and Commercial Departments 
no decision has yet been reached as to 
whether this is to be a_ permanent 
arrangement, or whether there shall be 
a return to a single Traffic Department 


HOLLAND 


Summer Return Tickets 

The summer return ticket has now 
appeared in Holland. Hitherto the 
Netherlands Railways issued _ single 
fare tickets at approximately 1d. a 
mile third class, return tickets valid 
for one day only, at roughly #d. a 
mile, and cheap evening return tickets 
available between 5.30 p.m. and 8.15 
a.m., the next morning, at a little over 
single fare. Second class fares are 
about 45 per cent., and first class fares 
about 90 per cent. over third class; 
second class accommodation in Holland 
compares with third in Great Britain. 

During the Whitsun weekend the 
day return tickets were made avail 
able for return on or before Whitsun 
Tuesday, and the railway management 
has now extended this measure to 
every weekend in June, and from July 
1 till September 5 day-returns will be 
valid for a month, but the return 
journey on tickets taken after August 
5, must be completed on or before Sep- 
tember 5. 

These measures have been awaiting 
a recent decision in the High Court, 
declaring illegal the operation of un- 
licensed passenger buses, that had 
appeared on the roads in recent years 
in defiance of existing Transport Acts 
and Royal Decrees. The legal advisers 
of the bus operators had discovered 
a loophole in these laws, and this in- 
duced bus owners to run services in 
populous areas parallel to the railway, 
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long as varied decisions were taken 
the different lower courts, 
nd until this final decision of the 
ighest court of appeal became known 
t before the Whitsun holidays. It 
characteristically Dutch that the 
\ilway company has stolidly waited 
the final issue before taking the 
asures now introduced to meet 
mpetition. 
[hese summer fare concessions are, 
is announced, to be considered as a 
mporary measure, pending the intro- 
iction of an entirely new system of 
irges in which the actual sub- 
vision of direct and indirect costs of 
ransport will be reflected. { This 
ystem is dealt with in an editorial 
te on page 1006.—EbD. R.G.} 


FRENCH COLONIES 


Transsahara Railway Plans 
Plans for constructing a_ railway 
ross the Sahara Desert are being re- 

onsidered. The Transsahara Commit- 
tee and representatives of numerous 
North African societies recently held a 
1eeting and voted a resolution calling 
the attention of the French Govern- 
ment to the need for a railway linking 
the Mediterranean region with French 
West Africa; Marshal Franchet 
d’Esperey presided. Apparently the 
military importance of such a line for 
the transport of troops in case of war 
is regarded as one of the main reasons 
in favour of the proposal. Arguments 
for and against the line are at present 
under consideration by the Colonial 
Committee of the French Senate. 
Opponents of the project maintain that 
the line could easily be destroyed by 
iir raids in time of war and that the 
sea route to and from West Africa 
would be safer. 

The cost of the project, estimated 
it fr. 4,000,000,000, has hitherto been 
the chief obstacle. But in a letter to 
the Temps, M. Pierre Mille maintains 
that the line can be built for much less. 
He cites the case of the existing line 
from Touggourt to Biskra in the desert, 
which, ~he says, cost practically 
nothing. Twenty years ago a French 
officer obtained permission to use the 
sleepers, rails and rolling stock of the 
ibandoned East-Algerian line and his 
troops then laid the line to Biskra. To 
prevent the sand from covering the 
rails, the permanent way was raised 
slightly and the sand served as ballast 
for the sleepers. He adds that the 
rails and sleepers of lines abandoned 
in France could be used for a double 
line across the Sahara, and locomotives 
might be adapted to use oil as fuel. 


Indo-China and Yunnan Railways 

Traffic receipts on the French Indo- 
China and Yunnan Railways in 1938 
rose to fr. 97,078,480, compared with 
fr. 60,028,537 in 1937, an increase of 
61-7 per cent. The rise was due to the 
improved economic situation in Tonkin 
and also to the war in China, as great 
numbers of Chinese refugees entered 
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Yunnan and the goods traffic was 
greatly increased. At the annual meet- 
ing on May 23, the President of the 
company said that in the first four 
months of this year the receipts con- 
tinued to increase in comparison with 
last year. The net profit for 1938 was 
fr. 12,564,229. The dividend was fixed 
at fr. 55 a share. 


U.S.S.R. 


Briansk Line Doubling 

Among the many railway improve 
ments now in hand is the doubling and 
reconstruction of the 183-mile Moscow 

Briansk section. The reconstruction 
will bring the existing track up to 
modern requirements and with the doub- 
ling involves the construction of some 
200 bridges and culverts, modernisation 
of the water supply, and the equipment 
of the whole section for automatic 
block working. The first section of the 
doubling, between Balabanova and 
Maloyaroslavets, 16 miles in length, 
will be ready for opening by the end 
of this year. 

Work upon the Central Asian line 
from Akmolinsk to Kartaly is being 
pushed on rapidly, and already more 
than 37 miles of double line have been 
laid. The earthworks and other con- 
struction works are mechanised and a 
large quantity of plant including exca- 
vators is in use; some 20,000 men are, 
however, engaged on this work. 


Locomotive Developments 

During the next few years locomo- 
tives fitted with condensing apparatus 
will become the main type of engine 
to be used for hauling freight trains on 
Soviet railways. Prior to 1939 only one 
series of locomotive with condensers— 
the ‘‘ SO ’’ type—was in operation, but 
at the beginning of this year the 
Voroshilovgrad locomotive works turned 
out a locomotive of the ‘‘ FD ”’’ series 
thus equipped, and intended for use on 
the Western Railway. The ‘‘ FD” 
engine is the most powerful type of loco- 
motive in service for freight traffic on 
these railways. During its first tests 
with the condenser this engine attained 
a speed of 51 m.p.h. and proved that 
it could cover a distance of nearly 950 
miles without watering. The maximum 
distance covered by any locomotive of 
the ‘‘SO”’ type without taking on 
water is 663 miles. The People’s Com 
missariat for Ways and Communica- 
tions is planning the construction of a 
series of ‘‘FD”’ engines fitted with 
condensers carried on the tenders. 

Another development in locomotive 
construction which holds out consider- 
able promise is a mechanical stoker for 
fitting to the ‘‘ SO ’”’ type of condensing 
locomotives. This has been designed 
by the constructional group of the loco- 
motive section of the Institute of Re- 
search in Railway Transport. The 
stoker can easily be fitted to existing 
‘“SO”’ locomotive tenders; it involves 
no reduction in the supply of fuel or 
water carried. Already several ‘‘ SO”’ 
engines having condensers have been 
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fitted with the mechanical stoker for 
experimental purposes. 


DENMARK 


Air Brake Equipment Programme 
The aim of the programme for equip- 
ping locomotives and rolling stock with 
the Knorr compressed air brake is that, 
in the first instance, goods trains shall 
be running with an adequate number of 
wagons braked by October, 1940. This 
entails the equipment of 100 locomo- 
tives, 200 mail and parcels vans, and 
2,000 wagons with brakes, and 6,400 
wagons will have to be piped, in addi- 
tion to the 10 locomotives, 390 coaching 
vehicles and 1,155 wagons originally 
braked, and 1,600 wagons piped. The 
equipment of the remaining engines and 
stock will not begin until the first part 
of the programme has been completed. 
Meanwhile, all carriages are being 
equipped as they go into shops for 
general repairs and modernisation. 


UNITED STATES 


Quickest Way to World’s Fair 

In THE RatLway Gazette of October 
28 last was published a general outline 
of the railway and allied communica- 
tions between the centre of New York 
City and the World’s Fair. The fol- 
lowing supplements that information. 
There is an express non-stop shuttle 
the Long Island Rail- 
road from the Pennsylvania station 
to the heart of the fair grounds. 
During the hours the fair is open 12- 
car trains, seating 900 passengers, run 
every few minutes in both directions, 
the distance being covered in 10 min. 
Ihe fare each way is 10 c. (5d.). 

The Long Island Railroad World’s 
Fair station—4 min. walk from the 
‘“ Theme Centre ’’—is capable of hand- 
ling 20,000 passengers an hour in each 
direction. This is made possible by 
the fact that no tickets are issued for 
the shuttle trains at either the Pennsyl- 
vania station or at the World’s Fair 
station. Instead passengers insert 
their 10-c. pieces in automatic turn- 
stiles as they enter or leave the fair. 


ITALY 


New Termini Station in Rome 

The construction of the new Termini 
station in Rome is making rapid 
progress. The new station building 
will have seven floors, four above and 
three below rail-level, and there will be 
22 platform roads in pairs between 12 
covered platforms. 


JUGOSLAVIA 


1938 Traffics 

During 1938 the Jugoslav State Rail- 
ways carried 54,237,783 passengers com- 
pared with 51,166,662 in 1937, an in- 
crease of 6 per cent. Of the 1938 total, 
34,785,744 were third class passengers. 
The number of freight wagon loadings 
was 1,791,753 against 1,684,341 in 1937. 


service over 
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THE BASLE CONNECTING LINE 


Some notes on the history of the line, now to be doubled, 
connecting the Reichsbahn and Swiss Federal stations at Basle 


’ 


HE city of Basle, the “‘ gateway ’’ to Switzerland, 
situated on a jutting piece of Swiss territory at a 
bend of the Rhine, has had two stations from the 

beginning of the railway era, although its 170,000 inhabi- 
tants scarcely need such facilities. As a transit point, 
however, Basle has for several centuries been of great 
importance and is the key point for traffic moving south- 
wards along the Rhine valley. It was first connected with 
the European railway system by the French Strasbourg- 
Mulhouse Railway, which opened a station there on 
December 15, 1845. No Swiss line appeared in the canton 
of Basle until the opening of the first 


would make no connection with the Alsace lines within 
15 km. (9:3 miles) of Basle. The Federal authorities 
Berne were then approached with the idea of negotiatin 
with Baden and that state—or Grand Duchy, as it reall; 
was—eventually declared its willingness to co-operate bu 
not to contribute any large sum, saying that it was Bas] 
which stood to benefit most. Negotiations with Bade: 
were entered into and it became evident that a connectio: 
with the French lines on the left bank of the Rhine wou! 
be made. This, spurring the Swiss to activity, resulted 
in an agreement at Karlsruhe on November 23, 1869 





section of the Swiss Central Railway paper 
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(opened in 1859); goods were sent over 
it and via Turgi, Aarau, and Olten, back 
to Basle again, a distance of 148 km. (92 miles) against 
3 km. (1:86 miles) as the crow flies. 

Proposals for making a connecting line between the 
Baden and Swiss railways were made in 1854 by Lauer, 
a merchant of Mannheim, in association with others, but 
had no result. The making of the Waldshut bridge later 
caused Baden to feel little interest for a time in improve- 
ments at Basle. In 1856, however, the chief engineer of 
the Swiss Central Railway made a report, strongly urging 
the desirability of setting up communication with the Rhine 
right bank lines, which would be bound to result in greatly 
increased traffic. At this time the credit of his line, then 
250 km. (155 miles) long, was not very good and a dis- 
inclination was felt to incur more liabilities. For 10 years 
the matter rested, but in 1866 Sulger, Chairman of the 
Swiss Central from 1861 to 1875, got in touch with Her- 
mann, the Baden Minister of Transport. Again dilatory 
conduct and fruitless correspondence were all that resulted. 
Consequently the canton of Basle (city) decided to inter- 
vene and in 1868 its authorities reported to the city muni- 
cipality that they were ready to consider concrete pro- 
posals and an agreement on costs with the railway. It 
was, however, essential to get some guarantee that Baden 


Sketch map of the present railway arrangements around Basle 


The agreement provided for a single line between the 
Baden and Swiss stations in Basle, but stipulated that 
ground was to be obtained to accommodate a double line 
and that engineering works were to be planned accord- 
ingly. The Swiss Central line was to carry out the work, 
to be finished in two years from acceptance of the plans 
by the cantonal authorities, and present a proper state- 
ment of costs on its completion. Baden was to find a 
third of the capital, on which it was to pay 4} per cent. 
until the end of the concession. Profits on working were 
to be divided, one third going to Baden. Both manage- 
ments had an equal right to send trains but could make 
an agreement concerning the traffic working. 

Construction did not begin until after the 1870 war 
broke out, which transferred the Alsace lines to Germany, 
and as work progressed more slowly than was intended, 
the line was not opened to traffic until November 3, 
1873. It cost 2,220,000 Swiss francs, which was less than 
the estimate, was 4,887 m. (5,344 yd.) long, had a maxi- 
mum gradient of 1 in 100 and a minimum radius of 
300 m. (984 ft.). 

In principle the Swiss Central worked the line, but 
Baden sent trains over it when through working of stock 
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le it most convenient. The extra fares for travelling 
it were rather high and provoked much adverse com- 
it. Disputes also arose between the Swiss and Baden 
1agements over the division of charges and the amount 
ater taken in the Central station by Baden locomo- 
In January, 1902, the Swiss Central line became 
of the Swiss Federal system and its Basle station was 
iilt and finished by 1907. The Baden station was 
~vise reconstructed and finished in 1913. As a result 
connecting line was slightly altered, to become 4,453 
(4,870 yd.) long, and have a maximum grade of 1 in 
nd a minimum radius of 310 m. (1,017 ft.).. With 
outbreak of war in 1914 this station was closed and 
reopened until September 14, 1919, after which traffic 
dually returned, much hindered by the passport and 
er regulations) that followed. By then the Alsace- 
raine system was again French. The normal level 
raffic was not approached until 1926. 
fhe opening of the Muttenz marshalling yard, described 
THE RAILWAY GAZETTE for October 5, 1934, page 543, 
which a spur from the connecting line was made, much 
reased the goods traffic, and doubling became impera- 
e. The Reichsbahn, which retained Baden’s one-third 
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interest in the line, agreed that doubling should be effected 
and the scheme adopted, to be finished by 1940, provides 
for using one line, with connection to Muttenz, for goods 
traffic (save for a few international services) and the other 
for passenger trains. Proposals made in 1937 to build 
a new line entirely and convert the present Rhine bridge 
for street traffic received no support, chiefly, it appears, 
owing to the high cost involved. 

The following figures for average numbers of trains a 
day, for which, together with other particulars quoted, 
we are indebted to a recent article by Herr Kuntzemiiller 
in Archiv fiir Eisenbahnwesen, give some idea of the im- 
portance of the line: — 


I xpresses Goods Trains 
. 


1930 26-2 43-8 
1935 29-1 50-8 
1936 30-5 47-6 
1937 29-2 65°5 


Although joining two stations in the same city, the Basle 
connecting line is an important international main line 
link and, until recently, one littie touched on in railway 
historical works. 








NEW ATLANTIC COAST 4-8-4 LOCOMOTIVES 


These large engines, built for the Atlantic Coast Line by the 
Baldwin Locomotive Works, have 16-wheel tenders weighing 195 tons 


big heavy 4-8-4 type passenger locomotives have 
recentiy been built by the Baldwin Locomotive 
Works for the Atlantic Coast Line Railroad to handle 

fast, heavy passenger trains between Richmond, Va., and 
Jacksonville, Fla., a distance of 661 miles.* Exceptional 
power is required for this service and the engines have 
msequently been constructed to exert a starting tractive 
force of 63,900 lb. and a potential boiler h.p. of 4,170. 
On being introduced they were put to work on night trains 
between the points named, with a time allowance of 13} hr. 
for the run of 661 miles, including ten stops in each 
direction. They are also used in daylight service, making 
their respective runs in 14 hr. 15 min. in the southbound 


See also our issue of January 27, page 132 


we 


The coupled wheels, running in Timken roller bearings as seen in 


detail on right 





and 14 hr. 5 min. in the northbound direction. These 
trains vary in their make-up according to traffic require- 
ments, but the locomotives are capable of hauling 20 and 
21 standard coaches at the scheduled speeds. The maxi 
mum grades encountered are 0-6 per cent. (1 in 167) with 
curvature of 3 deg. (1,910 ft. rad.) maximum. 

Recently, two new trains, the Miamian, introduced on 
December 15, and the Florida Special, on January 2, have 
been put on. Between Richmond and Jacksonville, the 
former is allowed only 11 hr. 45 min., southbound, with 
two regular and two flag stops, and 11 hr. 55 min. on the 
run northwards by night, with no regular station stops. 
The Florida Special works to the same running times, but 
being a night train in both directions has no regular 
station stops either way. Various cut-offs reduce the 
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General view of new 4-8-4 passenger engine for long runs with fast and heavy trains on the Atlantic Coast Line 
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Cab fittings of the new locomotives 
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listance to be covered by these trains to 645 miles, so 
hat they are timed at an overall average speed of 54-9 
_p.h. southwards, and 54-2 m.p.h. northwards. The 
istest start to stop run of the Florida Special is over 
1e 96:3 miles between Florence and Bennett in 93 min. 
62:1 m.p.h.); the fastest pass-to-pass speed is 69°6 m.p.h. 
34-8 miles in 30 min.). In view of the heavy loads 
1uled—which vary from 980 to 1,070 English tons—the 
;comotive work demanded is exacting. It is also of in- 
erest to note that some of the engines are covering over 
18,000 miles a month in regular service. 

Their main particulars are as follow :— 


Cylinders, dia. 27 in. 
Piston stroke 30 in. 
Piston valves, dia. 12 in. 
Wheels coupled, dia. 6 ft. 8 in. (R.A. 80 in.) 


Wheelbase, coupled 20 ft. 9 in. 
rigid 13 ft. 10 in. 
total, engine : 47 ft. 9 in. 


Re engine and tender 97 ft. 11 in. 
Boiler, working pressure .. 275 lb. per sq. in. 
Heating surface, firebox 272 sq. ft. 
Combustion chamber 127 sq. ft. 
Tubes 4,181 sq. ft. 


Thermic syphons 169 sq. ft. 
Total (evaporative) 4,749 sq. ft. 
Superheater 1,497 sq. ft. 


Combined total 6,246 sq. ft. 


Grate area 97-75 sq. ft. 

The locomotive in working order weighs 205 tons 9 cwt. 
and the tender 195 tons, the total for engine and tender 
thus being 400 tons 9 cwt. The tender, as shown in the 
separate illustration, is mounted upon two eight-wheeled 
It has a capacity of 24,000 gal. and a coal 
capacity of 27 tons. 

In the construction of these locomotives welding has 
been freely resorted to, especially in the building up of 
the boiler and firebox. The latter is fitted with three 
thermic syphons and there is an additional syphon on the 
centre line of the boiler in the combustion chamber. No 
arch tubes are used, the brick arch being supported on 


bogies. 
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Sixteen-wheel tender, with capacity for 24,000 gal. of 
water and 27 tons of coal 


the syphons. At the front end the bviler barrel has a 
diameter of 7 ft. 03 in. and at the firebox end 8 ft. 0% in. 
inside. The boiler is built of nickel steel plates and the 
firebox plates are of acid carbon steel. The combustion 
chamber has a length of 6 ft. 0 in. 

Steam distribution is effected by means of 12 in. diameter 
piston valves having a maximum travel of 7} in. The 
piston heads are of rolled steel. Walschaerts valve gear- 
ing is employed in conjunction with power-operated re- 
versing gear. 

The high capacity sixteen-wheeled tenders, rendered 
necessary by the length of the runs made, are the first 
to be mounted on eight-wheeled bogies. The coupled 
wheels of the locomotive are of the Baldwin disc type 
mounted on axles running on Timken roller bearings. Of 
the reciprocating weights 40 per cent. are balanced. The 
engines rank as the largest yet put to work in the southern 
portion of the United States. 











The Royal train in which the King and Queen made their tour across Canada approaching Jasper on its eastbound 


journey, Canadian National Railways. 


In the background is Old Man Mountain 
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Interior view of G.W.R. 12-ton shock-absorbing van 
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The above view of the C.W.R. 12-ton shock-absorbing van shows one of the springs on the solebar that 


absorb longitudinal shocks 
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WAGONS, G.W.R. 


Severe tests with these vehicles have given excellent results 


N pages 330 and 331 of our issue of August 20, 1937, 
QO there appeared an illustrated description of a 
12-ton open freight wagon belonging to the London 
Midland & Scottish Railway, equipped with a new shock- 
absorbing device specially designed for protecting freight 
consignments by insulation from shock due to impact or 
snatching of couplings during conveyance or shunting 
perations. The idea incorporated in the design was 
riginally formulated by Mr. E. J. H. Lemon, Vice-Presi- 
dent of the Railway Traffic Operating and Commercial 
Section, L.M.S.R., and the design was prepared by the 
Chief Mechanical Engineer, Mr. W. A. Stanier, in con- 
unction with the Chief Commercial Manager’s Research 
Section. The vehicle was the first of an order of one 
hundred to be constructed at the company’s works at 
Derby, and the tests proved that the shock absorbing 
arrangements functioned entirely satisfactorily. 

More recently six 12-ton vacuum fitted covered goods 
wagons have been built at the Swindon works of the 
Great Western Railway, and to each of these a shock- 
absorbing device similar to that on the L.M.S.R. vehicles 
has been applied. The shock is absorbed and controlled 
by two large longitudinal springs fitted to the solebar, one 
on each side of the wagon, and movements of too violent 
a character are arrested by a separate buffer located on 
either side of the main spring. In addition the wagon is 
fitted with four special shock-absorbing buffers as distinct 
from those of the usual type, and with screw couplings. 
The photograph of the vehicle reproduced herewith by 
courtesy of Mr. C. B. Collett, Chief Mechanical Engineer, 
G.W.R., shows the disposition of these fittings. 

For experimental purposes, it was arranged that cer- 
tain shunting tests should be made at Swindon, to ascer- 
tain, visually if possible, the behaviour of the van under 
severe conditions. The vehicle was loaded at the com- 
pany’s Park Royal salvage warehouse with a miscel- 
laneous collection of light goods, for example, crates con- 


taining toys and furniture, lampshades, and other glass- 
ware, all of a highly damageable nature, of which there 
were in all 47 packages of a total weight of just under 
two tons. 

The contents of the van were photographed prior to 
its leaving Park Royal, and again on arrival at Swindon, 
and “‘ before ’’ and “‘ after’’ photographs showed that 
there had been practically no displacement during the 
journey. At Swindon the load was slightly readjusted to 
allow the grids to be placed in front of the wagon doors 
to prevent the goods falling out during movement, as it 
was desired to watch the immediate effect of rough shunt- 
ing on the goods themselves. The vehicle was shunted 
ten times into six old condemned open wagons which acted 
as stop-blocks, and the movements of the vehicle were 
recorded. The speeds on impact varied from 3-3 to 14 
m.p.h., and the movements of the wagon body varied 
from 1 in. to the maximum movement of 13% in. Any 
speed greater than 10 m.p.h. would be regarded as in the 
nature of a collision, so that it will be appreciated that 
the shunts were more than sufficiently severe to cover 
anything likely to be encountered under normal traffic 
operations. On arrival of the wagon back at Park Royal 
the load was re-photographed, and a detailed examina- 
tion made of the contents of the packages. Certain minor 
damages were reported; several glass shades (of very 
thin glass) were broken, as were three tumblers out of a 
carton of tumblers, the back leg of a chair, and so on. 

Having regard to the nature of the load in the first 
place, the fact that it was not well stowed, and the 
extremely severe shunts given the wagon at Swindon, it 
may be said that it came through the tests with every satis- 
faction, completely fulfilling what was expected of it. The 
vans are engaged in conveying goods between London 
and Bristol, Birmingham, Cardiff, and elsewhere, and 
damage to contents has been consistently of a very light 
description. 








Justification for Use of Roller Bearings 
i the Indian Railway Board’s Quarterly Technical 
Bulletin for April, 1939, appears a paper entitled 
‘‘ Comparative Maintenance Costs of Roller Bearings and 
Gun Metal Bearings,’’ by Mr. P. R. Agarwal, B.Sc.(Eng.), 
A.M.I.E.(Ind.), Assistant Locomotive and Carriage 
Superintendent, Bombay, Baroda & Central India Rail- 
way. On that railway there are 14 “‘ XC ”’ class, heavy 
4-6-2 type locomotives, on one of which there are Timken 
roller bearings fitted to the engine bogie and tender bogies, 
and on another Skefko roller bearings are fitted to the 
tender. The engine bogie gunmetal bearing boxes used 
in all other cases consist of a solid box of that metal 
with whitemetal bearing and are water-cooled. The oil 
is fed through an “‘ oil-bottle ’’ into the keep, whence it 
is syphoned to the journal by an Armstrong oiler pad; 
this type of box was of a revised design with additional 
bearing area. The average mileage per hot box of this 
type is 155,000. The tender gunmetal bearing boxes were 
also redesigned and give a mileage of 70,000 per hot box. 
In both cases, therefore, the gunmetal bearing boxes are 
considered as satisfactory as any of their type, for the 
duties entailed under Indian conditions. 
The Timken engine bogie bearing box has two single 
rows of tapered rollers, housed in a cast-steel cannon type 





box split in the horizontal axis and secured by bolts. 
The inner races and spacer rings are pressed on to the 
axle before the wheels; the oil level is checked every 
10,000 miles. The Timken tender boxes have a dual row 
of rollers and one inner race only. The Skefko self-align- 
ing roller bearings have two sets of rollers and are non- 
adjustable. Maintenance costs were taken over a period 
of six months for both kinds of bearing and showed a 
saving in favour of roller bearings such that their fitting 
to the engine bogies gave a return on the extra capital 
involved of 24-5 per cent. The return in the case of the 
tender roller bearings was 12 per cent., these figures in- 
cluding the cost of altering the bogies to suit the roller 
bearing boxes. It is estimated that when renewal of the 
bearings is necessary, or on new engines designed for 
these bearings, the returns will be 34 per cent. and 17 
per cent. respectively. The author, therefore, claims that, 
despite their high initial cost the roller bearings are fully 
justified, and that they also have the important advantages 
that hot boxes are entirely eliminated by their use, and 
that there is considerable reduction in starting friction and 
greater engine availability. The latter amounted to 66 
per cent. in the case of the Timken engine as it ran 40,105 
miles in the six months as compared with an average of 
24,000 miles run by other ‘‘ XCs’’ on similar duties. 
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RAILWAY VEHICLE ACCESSORIES 


A new glazing system and some novel ideas for windows, 
locks, and interior fittings 


HE Railway Section of the firm of Hallam, Sleigh & 
Cheston, which has well-laid-out factories both in 
Birmingham and Maidenhead, has been the pioneer 

of Simplastic glazing. This system has achieved con- 
siderable success for road passenger vehicles, attributed to 
the fact that it achieves saving in weight, time in glazing, 
continuous glazing, ease of obtaining radiused corners, and 
elimination of mouldings and all screws. All these factors 
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Two methods of glazing for railway carriage windows 
with Simplastic rubber 


OUTSIDE 
WINDOWS 


are of great importance to designers of modern railway 
coaches. Hallam, Sleigh & Cheston has designed this 
system and has made it available for railway coaches and 
diesel train units, whether for outside windows, inside 
windows, or door lights, &c. Simplastic rubber may be 
had in colours such as cream, green, or maroon. 

Among the numerous other products manufactured by 
this firm are windows in many forms, notably the Aero 
full drop manual lift window and the Onyx quick-action 
cab window, both of which are of robust design and readily 
installed into standard construction. Other styles of win- 
dows are the geared winder full drop, hinging and sliding 
ventilators, and also various models in half-drop con- 
struction, all of which are available for service on home 
and overseas railways. The same firm’s special corridor 
sliding door lock is a very sound engineering layout that 
has been approved by the Crown Agents for the Colonies 





Carriage ashtray with hinged receptacle, providing complete 
closure, suppression of smoke after use, and easy emptying 


and fitted to coaches built for the Kenya & Uganda and 
Gold Coast Railways. 

The firm also produces a very practical type of ashtray, 
called the Pivota, which well fulfils the requirements 0! 





The Onyx quick-action cab window 


the railway travelling public. The ash receptacle hinges 
outwards for use, and is retained in this position by a 
concealed stop under the spring-controlled lid; for empty- 
ing, the lid may be hinged completely over. The fact 
that the tray is completely closed in the shut position 
not only gives a neat appearance, but obviates the 
necessity of using the fingers or anything else to “‘ damp 
out ’’ tobacco or cigarette ends. 








B.S.I1. ANNUAL MEETING AND LUNCHEON.—The annual 
meeting of the British Standards Institution was held on 
June 15, with Dr. E. F. Armstrong, F.R.S., in the chair, 
Sir Frank Heath being absent through ill-health. It was 
followed by a luncheon at the Dorchester Hotel at which 
the Rt. Hon. R. S. Hudson, Parliamentary Secretary to 
the Board of Trade spoke of the reduction of costs and 
the co-operation between manufacturer and consumer 
which had been promoted by standardisation. Mr. Hudson 
said he was astounded to see the multiplicity of interests 
which the institution represented, and was glad to see it 
was paying particular attention to the problems of export 
trade. 
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ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Modernised “ Express” Service in the U.S.A. 


THE Railway Express Agency Inc., in the United 
States, which this year celebrates the centenary of the 
express ’’ business, has developed within recent years 
. number of important ancillary activities. The company 
is, for example, the largest individual contractor for the 
ollection and delivery of railway merchandise, handling 
between 8 and 10 per cent. of all such traffic. It contracts 
for such services with nearly every railway in the country 
and serves more than 1,000 stations. The R.E.A. fleet 
totals 11,300 road motor vehicles, and among the many 
duties they perform are station-to-station transfers, hand- 
ling mail and supplies, milk and cream shipments, and 
the delivery of motorcars to dealers. In the agency’s 
drivers, moreover, the railways have an additional trained 
selling force. In the South-Eastern States express ser- 
vice at truck-competitive rates has been provided, and this 
has brought $6,000,000 of traffic to the railways annually. 
Similar service in a part of New York State and at one or 
two points on the Western seaboard has increased rail- 
way revenue. In 1933 the R.E.A. introduced a ‘‘ More- 
Business Plan ’’ with the idea of making a good salesman 
of every employee; the growth of this plan has been 
fostered by meetings of employees and an intensive adver- 
tising drive. A general sales department was created in 
October, 1936, to take charge of sales promotion efforts, 
public relations, and advertising. Since that date, means 
of improving express service and reducing operating costs 
have been studied, and, among other things, the company 
has been making investigations to determine the suitability 
for its particular job of every unit of its motor vehicle 
fleet. 


Experimental Trolleybus for Kingsway Subway 


HE London Passenger Transport Board possesses 
powers to convert the whole of its tramway under- 
taking to a trolleybus system, and at present is engaged 
in completing the conversion of the system north of the 
Thames. One of the problems to be overcome is that 
of running trolleybuses through the Kingsway tramway 
subway, and, although no decision has yet been made to 
proceed with work on the subway, an experimental trolley- 
bus has been built in advance so that experience might be 
gained of its several novel features. The chief problem is 
that of the island platforms at the Aldwych and 
Holborn subway stations, which are on the offside of 
the vehicles; that is, the side opposite to the one used 
in the street. It was necessary, therefore, to provide a 
special entrance in the offside for use only at these two 
stations, and in the trial trolleybus this entrance has 
folding doors of the jack-knife type, opened and shut by 
compressed air under the control of the driver or con- 
ductor. To provide space for the new entrance the stair- 
case has been shifted forward, resulting in the provision 
of a roomier platform which will aid passengers to board 
and alight more readily. This experimental trolleybus is 
of the new chassisless type, with the body and the under- 
frame built together as a unit. At the southern (Thames 
Embankment) end of the subway the rising ground 


enables vehicles to enter on the level, but at the northern 
(Southampton Row) end the track rises from the subway 
to road level up a gradient of 1 in 10. When leaving the 
tunnel at Southampton Row the trolleybuses may fre- 
quently be held on this steep incline until traffic lights turn 
to green, and, in the unlikely event of a bus beginning to 
run backward, an electric automatic ‘‘ run-back ’’ brake 
will limit the speed to 2 m.p.h. This trial trolleybus 
was inspected by members of the press on June 9, and, 
as a licence to run it experimentally on an ordinary sur- 
face route has been granted by the Ministry of Transport, 
it was placed on route 653 (Aldgate to Tottenham Court 
Road) on Monday, June 12. Incidentally, the special 
doors are not being used on this ordinary passenger 
service, but they will be tested in the Holloway depot. 


Argentine C.&D. Services Authorised 


PERMISSION to establish door-to-door collection and 

delivery of goods by motor or horse-drawn vehicles 
—an important reform for which the railways have been 
pressing for a long time—has at last been granted by the 
Argentine Government in the form of a Decree issued 
by the Ministry of Public Works. The preamble to the 
Decree states that the new rules are in accordance with the 
recommendations of the special railway committee 
appointed by the Government in 1933, of which President 
Ortiz was a member. It is felt that the extension of 
the railway services beyond the terminal stations will 
assist materially in the development of zones where the 
construction of branch lines is not justified economically. 
A complete plan of the new services must be submitted 
to the National Railway Board for approval, and due 
consideration given in this plan for reasonable rates and 
guarantees of delivery within reasonable periods. The 
services may be undertaken by the railway companies 
themselves, by subsidiary companies, or by agreements 
with third parties, and are divided into the following three 
sections :— 

(a) The collection and /or delivery of luggage or freight to destina- 
tions within the zone of influence of the company concerned ; 

(b) The extension of transport from the terminal point, at the 
various railway stations, provided that the destinations are not 
served by or are not situated within the zone of influence of another 
railway ; and 

(c) The combination between stations of different lines of the 
same company or other companies. 


The railways are required to draw up a complete list 
of tariffs to be submitted in the usual way to the National 
Railway Board for approval. Time limits for delivery 
must also be submitted to the National Railway Board, 
and the working basis for these is stipulated to a maxi- 
mum of 24 hr. for each operation in the case of inter- 
suburban despatches; for despatches beginning and/or ter- 
minating outside the suburbs, the basis for the additional 
part of the journey shall be a minimum speed of 10 
km.p.h., but, if part of the transport is over unpaved 
roads liable to be impassable through floods and so forth, 
the time limit may be conditional thereon, provided advice 
to that effect is given to the shipper. The Decree also 
stipulates that if the delivery service is operated by the 
railway, the amount of the capital invested therein is 
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to be added to the capital of the company concerned, in 
which case prior permission is required from the National 
Railway Board. When the supplementary services are 
operated by the railway companies with their own vehicles 
and material, they will not be entitled to those exemptions 
from taxation allowed to the railways themselves. 


Taximeters 2,000 Years Ago 

RESEARCHES into early engineering history are con- 

stantly bringing to light pieces of information tending 
to show that many modern devices had their counter- 
parts in earlier civilisations in so far as local requirements 
made them necessary or useful. We were reminded of a 
particularly striking example of this quite recently when 
reading the volume entitled ‘‘ Great Engineers’’ by 
Professor C. Matschoss, of which an English translation 
has just been published. In this he makes reference to 
the famous work on architecture which was written some 
time between 40 and 28 B.c. by Vitruvius, a contemporary 
of Cicero. In this Vitruvius included not only building 
but also the construction of machines and instruments, 
and repeatedly emphasised the fact that he had gone to 
Greek sources for material. One apparatus which he de- 
scribed was a recognisable form of taximeter. The revo- 
lutions of the carriage wheel measured the distance, and a 
device allowed small stones or balls to fall into a box 
after a certain distance had been passed, so that at the 
end of the journey it was necessary only to count the 
balls in order to know how far one had travelled. Also, 
Vitruvius did not fail to mention that the balls might be 
allowed to fall into a bronze vessel so that the passenger 
could hear the passing of every mile. 


Railhead Services in Eire 

N the Great Southern Railways, Eire, there are about 
130 stations which have railhead lorries or horse 
vehicles attached to them for collection and delivery duties, 
in order that door-to-door service may tend to retain the 
traffic for the railway. In order to reduce the expense of 
these railhead services where the traffic does not warrant 
a daily delivery, different days are fixed for deliveries in 
different outlying areas and the public knows on which 
days there will be a delivery at any particular place. 
This not only reduces the road mileage, but also gives 
more economical loadings of the road vehicles. In con- 
nection with livestock fairs at outlying places lorries are 
drawn from central depots and from railhead services to 
bring the cattle from 5 to 15 miles to the railhead station. 
This traffic involves extra expense, however, as_trans- 
shipment has to be undertaken by the railway staff. The 
reason for this is that when a fair is held in a town with 
a railway station, the cattle are driven to the station and 
the drovers assist in the loading on the cattle banks, but, 
where the stock is taken from an outlying district by lorry 
to the station, the drovers are no longer available and 
the railway company has to provide men to deal with the 
loading from the road trucks into the wagons and for 
this extra facility no charge can be made. The consignor 
thus receives a service which formerly was gratuitously 
performed by his own employees, who now simply drive 
the cattle from the fair green to the place where the lorries 
are loaded.‘ In this connection trouble arises in outlying 
districts owing to the fact that there are very few proper 
loading banks. The present practice is to place the 
lorry against any natural bank that may be available, 
and it is possible that regulations may be introduced in 
regard to loading cattle on vehicles not providing with 
suitable equipment. We gather that lorries competing 
against the railway company are seldom equipped pro- 

perly for loading and unloading cattle. 


The German State Roads 
ALTHOUGH the German State Roads, or Reichsa 


bahnen, were designed and built for speeds w 
100 m.p.h., a restriction to 100 km.p.h. (62 m.p.h.) hes 
as we announced a month ago, recently been imposed 
upon them. The recently issued report on ‘‘ Conerei 
Road Construction on the Reichsautobahnen ’’ by \r. 
F. G. Turner of the Ministry of Transport (H.M. Stationer, 
Office), is worth reading, not only for its description of 
how these roads are constructed, but for the light it thr: 
upon the characteristics of these remarkable enginee: 
undertakings. Mr. Turner mentions that, comparati, 
speaking, there is very little traffic on these motor roa 
which was explained to him by the comment, “* we 
building for the next 100 years.’’ Rough checks show t 
the traffic on some of the principal arteries is about {50 
vehicles an hour. During Mr. Turner’s visit to Germai 
in July, 1937, for the purpose of inspecting the ro: 
the only accident he saw was on the Autobahn near 
Heidelberg, when, in attempting to overtake a lorry wit! 
a trailer, a motorcoach was involved in a collision when 
the trailer swung sideways and hit the bonnet of t! 
coach. There was then no speed limit, and it was observcd 
that between Berlin and Brunswick the average speed 0! 
vehicles seemed to be about 55 m.p.h. So accurat 
the finish of the surface that at this speed it was possibl 
to write quite easily and legibly on a paper resting on 
one’s knee. The main feature of the new German Stat 
road system is that it is for the exclusive use of mechan 
cally-propelled vehicles. There are dual carriageways, 
each 24 ft. wide, and no stream of traffic conflicts with 
another. All road junctions are consequently laid out on 
the flying or burrowing principle, and there are no level 
crossings. Vehicles are not allowed to stop on an A uto- 
bahn, and parking places are provided every 10 or 12 
miles. Petrol filling stations are provided generally at road 
junctions. 

In the contruction, the formation is always compacted 
and made true to within ? in. before concreting begins. 
On this prepared formation a tough paper is laid, the 
essential object of which is to reduce friction between 
concrete and formation. Great importance is attached 
to the use of a suitable cement, particularly in respect of 
high-tensile strength and low shrinkage. The grading of 
the coarse and fine aggregates is very carefully selected, 
and batching is effected by weight, generally at a railway 
siding, which may be several miles from the construction 
site. The water-cement ratio varies from 0-40 to 0°50, 
according to circumstances, and the mixers on the site 
generally have automatic arrangements for delivering the 
specified weight of water to the mix. The tendency is to 
use a low water-cement ratio, and, in order to get a 
satisfactory surface, machine tamping is invariably used. 
At the time of Mr. Turner’s visit the concrete was being 
laid in two courses, the bottom 6 in. thick, and the top 
(differing from the bottom course only in containing more 
water), 2 in. thick. It is understood, however, that 
machines have been devised which will compact up to 
12 in. in thickness satisfactorily. There has been some 
controversy as to the necessity for steel reinforcement, 
the use of which has been given up as unnecessary. The 
concrete is laid in slabs 12 ft. wide, and 26 ft. long, and 
is laid to a slope without a camber. The longitudinal 
joint is a simple butt joint, and the transverse joints are 
all expansion joints, $ in. wide at the bottom and 3 in. 
wide at the top, and not staggered. The concrete is care- 
fully protected after laying, being covered with straw 
mats, or sand, and kept wet for three weeks. Sometimes 
the concrete is thoroughly watered every day for a week 
or 10 days after the mats are removed. The maximum 
inaccuracy permitted in the finish is 0-16 in. in 13 ft. Any 
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curacy greater than this has to be removed by grind- 

{t is stated that recent construction has been quite 

ie to comply with these specified requirements, and 
nding is almost unknown. The machines observed by 
_ Turner on his visit were, on each construction site, a 
\ping machine for the formation; a mixer, a spreader, 


and a tamping machine for the bottom course; and similar 
equipment for the top course. The concrete carriageway 
was stated to cost 10 RM. per sq. m., which works out at 
13s. 4d. a sq. yd., taking 12 RM. to the £. The total cost 
of the Autobahn construction was said to average 250,000 
RM. per km., or about £33,400 a mile. 








Increasing Urban Bus Fares 


sf will be remembered that in 1937 the Railway Rates 
Lt Tribunal authorised an increase, under the Railways 

Act of 1921, of the fares of the main-line railways 

the whole country, other than locally in the London 

rea, by about 5 per cent. London fares were excluded 
rom this order because under the London Passenger 
ransport Act of 1933 they are not subject to the tribu- 
al’s jurisdiction under the Act of 1921. Since 1937 the 
\ain-line railway fares in the rest of the country have 
een on a higher level than in London, and a correspon- 
ing revision of London fares has now been authorised 
nder the Act of 1933. As the London Passenger Trans- 
ort Board is concerned not only with railways but also 
with the whole of the road transport services in the 
London area, the revised fares, which came into force 
on June 11, affect trolleybuses, coaches, and 
trams. 

Peculiar difficulties attend any attempt to increase by 
so small an amount as 5 per cent. the fares of urban 
road transport services, for the bulk of the traffic con- 
sists of Id. and 2d. fares, which obviously cannot be in- 
creased by less than 25 per cent. with existing British 
coinage. Even then, such increases would involve the use 
of fares including odd farthings and halfpennies, with 
their attendant change-giving difficulties. The revision of 
fare stages is the alternative, but here again there are 
many practical objections. Existing fare points are 
usually fixed at places of traffic importance, and the basic 
method of charging is two stages for one penny. Re- 
ducing the length of the stages would result in fixing un- 
known and unimportant points, and would doubtless lead 
to widespread over-riding (unintentional and otherwise) 
or to passengers walking the comparatively short dis- 
tances involved between the new stage points and their 
customary destinations. 

Bearing in mind these considerations, it is interesting 
to notice that the London Passenger Transport Board has 
planned to secure its desired 5 per cent. additional revenue 
without making any general revision of fare stages, and 
leaving unchanged the vast majority of ordinary single 
fares. Certain anomalies and discrepancies have been 
eliminated, but the 1d. a mile standard as a maximum for 
road services remains undisturbed. On the Central Bus, 
trolleybus, and tram services, a few exceptionally low 
fares, where the distance given for 1d. ordinary fare 
amounted to about 13 miles or even more, have been 
increased. On the other hand, ordinary return fares have 
been withdrawn, except that a new return fare of 9d. has 
been instituted to take the place of the old “‘ all-the-way ’ 
8d. return and this has now been made available for the 
return journey on bus, trolleybus, or tram at the passen- 
ger’s choice. The 5d. maximum single fare on trolley- 
buses and trams in the London County Area has been 
increased to 6d. for passengers travelling more than 10 
stages. The corresponding maximum workmen’s return 
fare of 6d. has been increased to 7d. for those travelling 
more than 12 stages. Apart from this, workmen’s fares 
have been increased only in those few cases where the 
ordinary fares are increased. 


buses, 


The main changes are in the range of cheap facilities. 
For example, the 1d. cheap midday fare has been with- 
drawn, and the 2d. cheap midday fare, available in 
certain parts of the board’s area, retained only for jour- 
neys for which the ordinary fare is 4d. or less, but for 
longer journeys it is now raised to 3d. On trolleybuses 
and trams rights of transfer from one vehicle to another 
with midday tickets have been withdrawn in the case of 
the 2d. fare but apply to the new 3d. fare. The Is. all- 
day tickets available on trolleybuses and trams in (a) 
London, Leyton, East Ham, West. Ham, Croydon, and 
Walthamstow, and (6) the Bexley district, are now issued 
on weekdays from 10 a.m. only, but on Sundays and 
Bank Holidays they continue to be issued from the begin- 
ing of the day as before. The area of the London ticket 
has been extended to include the sections of route from 
Manor House to Ferry Lane, Stamford Hill to Seven 
Sisters Corner, Ladbroke Grove to Scrubs Lane, Tooting 
Junction to Croydon, and Selby Road to Crystal Palace. 
The 6d. evening ticket remains unchanged. 

Children’s Fares 

Regarding children’s and scholars’ fares, the board has 
adopted a uniform age limit for free travel, entitling 
children under 3 years of age to travel free on all forms 
of transport. Fares for those under 14 years of age re- 
main at half the rate for adults, with fractions of 1d. 
reckoned as Id. This now applies to the cheap midday 
fares, not only on trolleybuses and trams as in the past, 
but on buses as well. The times of issue of the children’s 
6d. all-day fare ticket have been brought into line with 
those of the adult Is. all-day ticket. As from the beginning 
of the autumn term there will also be some changes in the 
concessional charges for scholars. The existing quarter-rate 
charge for scholars under 18, available on trolleybuses 
and trams only, and the existing half-rate charges for 
scholars of similar age on Central Buses, are at present 
confined to those attending schools on certain Board of 
Education lists. The concessions to scholars under 18 
will now be extended to apply to all schools, but the 
quarter-rate basis of charge on the trolleybuses and trams 
will be withdrawn, and the half-rate standard applied to 
all types of road transport. For children under 14 years 
of age, whatever school they attend, there will be insti- 
tuted a 3d. ticket for four adult 1d. rides on the day of 
issue—a new concession for children who make four 
short journeys a day between their homes and _ their 
schools. It is also proposed to apply these new arrange- 
ments for scholars’ fares to country buses. 





Country Bus and Green Line Coach Services 

Country Buses (green) are, for the most part, unaffected 
at present, except in one or two isolated cases where they 
overlap Central Bus (red) routes on which some change 
of fare occurs. Exceptionally cheap workmen’s return 
fares on buses in the Gravesend area, however, have been 
increased. Further adjustments later in the summer of 
bus fares in other parts of the country area and also some 
increases of Green Line coach fares to secure harmony 
with the new railway fares are contemplated. , 
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Fig. 1—Southern railway goods branch to Angerstein wharf running alongside the Charlton tramway works 
of the London Passenger Transport Board. The arrow indicates the railway connection to the tramway works 





Fig. 2—The main turntable giving access to lines radiating into the works. The trolleybus wiring and 
Fordson petrol tractor hauling a Feltham-type tramcar will be noticed 


VIEWS IN THE CHARLTON TRAMWAY WORKS OF LONDON TRANSPORT in 
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The Railway-Tramway Junction 
at Charlton Works 


Some details of the track connections between the Southern Railway 
and the tramway works of the London Passenger Transport Board 


By O. J. MORRIS 


HROUGH facilities granted by the London Passenger 
Transport Board, the writer has been able to trace 
the physical junction between the Southern Railway 

id the London tramways at Charlton tramway works. 
fhe actual junction, the existence of which has been de- 
bated since 1908 or thereabouts, when the tramcar work- 

yps were transferred from the New Cross Gate running 
would naturally be sought at the territorial 


pot, 
There, however, it is not in evidence; on the 


yundary. 


mtrary, the in-road from the Southern Railway proceeds 


service vehicles, are dealt with. Proceeding along this 
road, we arrive at an end-on junction between essentially 
‘“ railway ’’ and essentially ‘‘ tramway ’’ track, shown by 
the arrow in Fig. 3, where the link is made by suitable 
fishplates. 

It will be realised that railway trucks, owing to their 
stout wheel-flanges, have a tendency to fit rather tightly 
in the grooves of tramway rails, so that in passing over 
curves the outer wheels tend to over-ride the rail-head. 
To obviate derailments from this cause, the inner rails are 





Fig. 3—End-on junction between vignoles-type railway 


track and tram rails 


right through the tram yard, and, by means of turntables 
and end-on junctions connects with the tramway at more 
than one point. The exact form of the arrangements 
is best followed by reference to the illustrations herewith. 
Referring to Fig. 1, the Southern Railway goods branch 
to Angerstein Wharf is seen, off which comes, sharply 
falling, the in-road (see arrow) to the tram works. This 
track, on its way down the yard, throws off various spurs, 
notably one to the main turntable, shown in the fore- 
ground. Beyond the territorial limits—roughly just be- 
yond the farthest tramcar—the in-road is chaired in the 
usual manner, but within them, it is laid with vignoles 
rails, held to gauge by tie-rods and bedded in concrete, 
the formation being brought up flush with granite setts. 

The main turntable gives access to various roads radia- 
ting into the works as shown in Fig. 2. Those most fre- 
quently used for railway stock, such as the two centre 
ones forming the V, are laid with vignoles rail and check- 
rails, but the truck which is partly seen on the left is 
standing on rails of grooved tramway section. The right- 
hand member of the V leads to the weigh-table, where all 
incoming trucks, as well as tramcars, trolleybuses, and 


Fig. 4—Double check rails for railway 
rolling stock 


provided, where necessary, with a double check, arranged 
as in Fig. 4. The inner wheels can then over-ride the 
first, or normal, check rail, but will still be checked by 
the inner one. The reason for laying-out the yard in the 
manner illustrated is to ensure almost unlimited freedom 
of movement. It must be remembered that Charlton 
works has to deal with the entire fleet of tramcars—some 
1,108 units—and a number of the trolleybuses now 
operated in the London area, for which purpose it employs 
a staff of over 1,100 men. Since the formation of the 
London Passenger Transport Board, its responsibilities 
have increased, because, in its L.C.C. days, only tramcars 
were shopped here, and only the ‘‘ South-side ’’ ones at 
that, those working north of the river having their own 
repair depot at Bow. On the other hand, the accommo- 
dation of its yard has not increased, so that today, it is 
more than ever necessary that all its tracks should be 
available for tramway or railway traffic without discrimina- 
tion. 

Until 1933, when certain roads were equipped with over- 
head conductors, yard shunting was exclusively in charge 
of a 0-4-0 saddle tank engine, which also made periodical 
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excursions into the Woolwich 
Road to tow cars into the 
depot. This engine, lettered 


L.C.C.T(ramways), No. 1, and 
painted the standard lake colour, 
gold-lined, of the contemporary 
tramcars, was built and supplied 
in 1904 by Andrew Barclay, 
Sons & Company of Kilmarnock; 
the builders’ number wa; 991. 
She was originally named Plum- 
stead, and lettered ‘‘ L.C.C., 
Works Dept.,’’ from which it 
can be deduced that she was not 
primarily intended for tramway 


stray 
£ i ; 
t¢ ' ' | 
O08 Wa asa say |! 
VAN HOUTEN'S Coco- 


—— 


work; the L.C.C. appears to 
have named its engines after 
their home depots, and_ there 
were no electric tramways in 


Plumstead until years later. On 
being transferred to Charlton 
works, approximately during the summer of 1908, this 
engine was fitted with lifeguards of netted steel mesh, 
fore and aft, after the fashion of a tramcar, and there is 
reason to suppose that her wheel flanges were thinned 
down to give them more freedom in the grooves of the 
tram rails. The leading dimensions of engine No. 1 are 
as follow :— 


Cylinders .. ani a0 Sie 10 in. by 18 in. 
Wheel diameter .. - si as 3 ft. 0 in 


Wheelbase oF “- 5 ft. 0 in 
Boiler pressure .. é< 140 lb. per sq. in 
Weight in working order 16 tons 


When the yard was partially electrified in 1933, engine 
No. 1 ended its-career on the scrap heap, and was replaced 
by a Fordson petrol tractor. The engine-house is, how- 
ever, still in existence, and appears at the extreme left 
of Fig. 1. 


4) 





Fig. 5—L.C.C. Tramways locomotive No. 1 in Charlton works yard about 1912. 


Both horse 


and electric tramcars will be noticed 


The following notes on various points revealed ir 
illustrations may be of interest. In Fig. 1 a trai 
tank wagons is being shunted down the Angerstein branch 
by Southern Railway 0-6-0 No. 1381. In Fig. 2 are sho 
the positive and negative wires from which trolleyb 
take current. In Fig. 3, to the left, is seen the incomi 
slot-rail giving access to the underground conductors; this 
ends in a hatch, through which the plough can be dray 
up, at a spot just inside the works entrance. The unus' 
tramcar shown in this illustration is a heavy duty servi 
car, taring over 11 tons, and used principally for trans 
porting wheels between the various depots. 

The writer is indebted to the London Passenger Trans 
port Board, and to Messrs. Wood, Lunn, and Hanson of 
Charlton works for the above particulars. Several details 
of the locomotive are due to Engineman Lungley, who 
drove her for over 17 years. 











Mirror at German Level Crossing 


The accompanying illustration shows a mirror, erected 
at a road crossing near Mittenwald, on the German State 
Railway line from Garmisch to Innsbruck, and the most 
southerly point in the Reich prior to the Anschluss with 
Austria. The crossing is protected with automatic electric 





Level-crossing mirror near Mittenwald 


flashing warning signals (seen in the mirror), similar to 
those referred to in the article in our Road Transport 
Section for April 7, 1939, at page 588. A white flashing 
light indicates that the line is clear, and a red light flash- 
ing at twice the rate that a train is approaching. In cer- 
tain localities it is difficult to arrange for the driver of a 
waiting road vehicle to get any reasonable view along 
the line and in such cases a mirror has been found useful, 
making the oncoming train visible especially at night when 
the headlamps are alight. This is a valuable safeguard 
should the crossing warning lights fail altogether through 
some electrical defect and a road driver be unaware of 
the existence of the crossing. 








ASSOCIATION CHANGES OF NAME.—-The trend of urban 
transport undertakings from tramcars to motorbuses and 
trolleybuses is reflected by the recent changes in the names 
of two associations that were originally tramway bodies. 
The old Tramways & Light Railways Association, which 
was formed in July, 1897, changed its name in March, 1930, 
to the Tramways, Light Railways & Transport Association, 
and now at its recent Blackpool conference it has adopted 
the new title of Public Service Transport Association. The 
Municipal Tramways Association, founded in 1902, and 
incorporated in September, 1911, subsequently became the 
Municipal Tramways & Transport Association ; it has now 
adopted the new title of Municipal Passenger Transport 
Association. 
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New G.W.R. School for Motor Drivers 


Well-designed training facilities are new available at 
Taplow for recruits to the road motor driving staff 


N July of last year we were able to announce that the 

j Great Western Railway had arranged to lay out a 
training school for recruits to the staff of road motor 
For this purpose a few acres of land lying adja- 
main London to Reading road, and imme- 
of the company’s main railway line at 


livers. 
it to the 
tely south 


room, There is a complete range of road signs, and also 
a large table, with diagrams of roundabouts and crossings, 
and scale models of buses, lorries, private cars, and motor 
cycles, designed to emphasise points from the highway 
code and to facilitate instruction on the general behaviour 
of traffic on the roads with the object of promoting safety. 





View at the Taplow training ground showing types of vehicle used 


laplow, have been used, and on page 740 of our May 5 
issue we recorded that the school had just been opened. 
The preparation work was thus completed in nine months, 
and at the present time the school is in going order—as, 
indeed, may be seen by passengers in passing trains. 

Roadways have been laid out, with various types of 
junctions and a few sharp curves. At one end of the 
ground there is a reversing bay, so that this important 
feat has of necessity to be practised continually during the 
whole time drivers are on the course. There are steep 
though short up and down gradients, to give experience in 
stopping and starting on a hill, gear-changing, and brak- 
ing, while at various points traffic lights and “‘ keep left ’ 
signs have been set up so as to familiarise the drivers with 
actual road conditions. Plans are also in hand for pre- 
paring a patch to give drivers experience in skidding and 
in extrication from heavy or boggy ground. 

Three types of vehicles are available, namely, the light 
motorcar, the lorry, and the articulated lorry or 
mechanical horse and trailer, and drivers are trained in 
handling all of them. When not in use, the vehicles are 
garaged in a building provided on the site. A permanent 
instructor is in charge of the school, and, in addition to 
superintending the practical side of the training, he gives 
lectures and demonstrations in a specially-equipped class- 





Although there is no intention to make mechanics of 
the driving recruits, it is thought that they should under- 
stand something of the general principles of motor trac- 
tion, as a vehicle is likely to be better used and cared for 
when its driver possesses some knowledge of how it works. 
Therefore, sectionalised units of a lorry have been pro- 
vided in the school for demonstration purposes; these units 
include the engine, four-speed gearbox, steering column, 
differential, brake-drum and shoes, battery carburettor, 
and magneto. The drivers are also taught the principles 
governing the care and maintenance of their vehicles, with 
emphasis on matters to be checked and attended to before 
the journey, on the journey, and after the journey. 
Further, they are made acquainted with requirements in 
preparing their logs and lorry efficiency books. 

Men come for tuition from all parts of the company ’s 
system, and it is expected that 150 to 200 drivers, 
recruited from the G.W.R. staff in London, Birmingham, 
the Midlands, and parts of the West of England, will pass 
through the school annually. Although the standard dura- 
tion of a course of instruction is not finally fixed, promis- 
ing experiments are being made with periods varying from 
a three-day intensive training to a fortnight’s less intensive 
training. A mess room has been prepared for the men at 
Taplow railway station. 
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Three-unit canopy shelter at Hyde Park Corner, a 





Example at Sutton of present-day standard-type shelter Unit-type shelter at Leytonstone for some 30 passengers 


VARIOUS TYPES OF LONDON TRANSPORT BUS AND COACH SHELTER 
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Bus and Coach Shelters 


A wide variety of design, to meet local conditions, characterises the recent 
activities of London Transport in providing comfort for waiting passengers 


g5¥ OR many years past various road transport operators 
; in the London area have erected a few shelters for 
waiting passengers, and a notable example was 
rovided by the old London County Council Tramways 
n connection with the Embankment services. It is only 
ince the establishment of the London Passenger Trans- 
ort Board, however, that such shelters have been pro- 
ded extensively, and under powers granted by the 
London Passenger Transport Act, 1934, the board can 
yw place shelters on the public highway, subject to 
ipproval by various authorities. Even with the full co- 
peration of these authorities, the necessary, and some- 
mes complicated, negotiations are often protracted. 
Indeed, in one instance a period of two years elapsed 
between the initial application and the placing of a 
helter in service. 

Early in 1934 the first roadside shelter was tried out 
it Shannon Corner, Malden, and proved an immediate 
The original roadside shelter was evolved by 
Mr. Charles Holden (designer of ‘‘ 55 Broadway ’’ and 
many of the board’s stations and buildings). It served 
its purpose admirably and, from the experience gained by 
its use, far-reaching variations in design were brought 
about. In the latest standard type of shelter generous use 
is made of glass; the painted panelling has given place to 
vitreous enamel; covered access to the rear of the struc- 
ture has been arranged; and many minor improvements 
have been included. In-addition to the standard design, 
other types have been introduced to meet varying condi- 
tions, and examples of these are shown in accompanying 
illustrations. There is a canopy-type, for use at busy 
traffic centres where pavement width is limited; a special 
unit-type to shelter thirty or more passengers, and a 
similar type incorporating an inspector’s office; a timber- 
constructed shelter designed to harmonise with rural sur- 


suCcCeSS. 


roundings; a shelter-cum-canteen for the joint use of 


public and staff at bus terminals, as illustrated at page 
375 of our August 26, 1938, issue; the queue shelter; and 
that constructed in brick and concrete. 





Special concrete shelter at Manor Way, East Ham. We 
referred to the special features of this shelter in a note on 
page 11 of our July 1, 1938, issue 





Timber shelter at Chislehurst, designed to harmonise 
with rural surroundings 


London Transport receives many suggestions from rate- 
payers’ associations, local councils, public service com- 
mittees, and members of the general public. A long view, 
however, is taken of the requirements of the board’s area 
as a whole, independent of the claims of individual sites, 
in order to ensure that shelters are spread evenly. To 
this end, the area has been divided into sections and a 
quota of the shelters approved by the board to be pro- 
vided every year is allocated tc each. When a suggested 
shelter site has been agreed, plans are prepared and sent 
to the local and county councils, the Ministry of Trans- 
port, the police authorities, and other interested parties. 
When all parties are agreed, erection of the shelter pro- 
ceeds, and this often necessitates the removal of trees, 
walls, or fences, bridging ditches, and building embank- 
ments. 

A gang of men is employed permanently to keep the 
shelters clean, and a detailed roster is arranged in route 
order, whereby every shelter is dealt with at intervals. 
In addition, a fixed schedule provides for regular and 
complete overhaul and repainting. We are indebted to 
Pennyfare for the illustrations accompanying these notes. 








Publications Received 


The Automobile Association Hotel Handbook, 1939-40. 
London: The Automobile Association, Fanum House, New 
Coventry Street, W.1. 7}in. x 44in. 623 pp.—The current 
edition of this handbook for members of the Automobile 
Association devotes 557 pages to a gazetteer of England, 
Wales, and Scotland, in the course of which particulars are 
given of over 5,600 hotels. In addition, the gazetteer section 
lists closing days, licensing hours, and distances from London 
and adjacent towns. Every place has its reference to its 
map square in the atlas section. The maps are to a scale of 
8 miles to an inch, and coloured to show roads patrolled by 
the A.A.; distances are also marked. Clarity is secured by 
limiting details to the road system and county boundaries, 
and the only conventional signs included are those for A.A. 
telephone boxes and railway bridges over the road, the latter 
being evidently considered useful objects for identifying 
locality. 
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Modern Oslo Rolling Stock 


More than 100 duralumin chassisless buses are in service, and 


six experimental bogie tramcars of four different types are on trial 


INCE 1929 the A/S Oslo Sporveier (Oslo Tramway 
Company) has been using chassisless buses of 
duralumin unit construction, and the working 

results proved so favourable that in the summer of 1934 
already 50 were in use, and now the number has been 
increased to more than 100. In particular, the main- 
tenance expenses of these all-metal coaches were much 
lower than those of conventional type with wooden bodies, 
and duralumin construction is now also being used for 
trams. The newest type of duralumin bys is the S.V. 
800 of the A/S Oslo Sporveier, which was introduced in 








Above : Lefi-hand (offside) view of the new buses 


Right: Rear view showing the ski depository, and the exhaust pipe at roof level 


1937; today 70 are in service. Each of the four whee! 
is separately sprung, and the power unit is a 6-cy 
116 h.p. Hall-Scott petrol motor (Model 130) with thre: 


point suspension and horizontal cylinders giving 2,806 


r.p.m. Owing tc the necessity for frequent gear chai 
ing, the buses are equipped with hydraulic transmissior 
In exterior appearance the new buses are generally simil: 
to earlier types in Oslo service. The entrance is in fron 
and the driver acts also as conductor; the exit is in t 


middle of the vehicle. Both doors are operated from 


the driver’s seat by means of compressed air. On the 








One of the new bogie tramears on the Kjelsas line where they are at present running. 
taken looking rearward 


The interior view is 
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left-hand (or offside) of the bus 
is an emergency door. Outside 
at the rear end of the vehicle 
is an open depository for skis 
yn both sides of the exhaust 
jipe; the latter exhausts into 
the air at roof level. Accommo- 
lation is provided for 61 pas- 
sengers, 26 seated and 35 
standing. These buses are 30 ft. 
4 in. long and 7 ft. wide; 
the weight with 33 gal. of fuel 
is 5,080 kg. (exactly 5 tons). 

In order to enable bogie tram- 
cars to run in the streets of Oslo, 
the tramway company has in- 
creased the distance between 
tracks by 1 ft. 4 in. on curves, 
and after lengthy experiments 
the first six bogie cars were de- 
livered in 1937. These are 
equipped with four different 
electric systems from the follow- 
ing factories: Norsk Elektrisk 
& Brown Boveri (N.E.B.B.), 
Allgemeine Elektrizitats Gesell- 
schaft (A.E.G.), Siemens Schu- 
kert, and Metropolitan-Vickers. 
Five of the cars are 132 kW., and the sixth (N.E.B.B.) 
102 kW. 

The cars have 48 seats, nearly all facing fo:ward, 
and the usual generous standing space brings the total 
capacity up to 100 passengers. Driving controls are 
provided at one end only, so the doors are all on the 
right-hand side of the car. In the middle is a double 
door for entrance and exit and this is the one normally 
used, but in front there is a single door for rush-hour 
needs. Cars intended to run in the city are also fitted 
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Scene at the Oslo tramway diamond jubilee celebrations in 1935, showing horse car 
of 1875; first electric car, 1894; and modern vehicles 


with an exit door in the rear. All doors are opened and 
closed by the driver with compressed air. Like the buses, 
the trams have a rear depository for skis; no trailer can 
be hauled. A ventilation channel starting in front of the 
roof leads the air over a heating element which is used 
during the winter. These tramcars are 50 ft. 6 in. long, 
8 ft. 2 in. wide, and 9 ft. 11 in. high from rail level. 
The pivot-to-pivot distance of the bogies is 27 ft. 2 in., 
and the bogie axles are 5 ft. 6 in. apart. The weight 
empty is 13 tons. 








Diesel Buses for Birmingham 
The illustration below shows one of 50 oil-engined 
double-deck buses recently built by the Birmingham Rail- 
way Carriage & Wagon Co. Ltd. for the city services of 





Cardner-engined Daimler bus with fluid flywheel for 
Birmingham Corporation 


the Birmingham Corporation. Previous to this present 
order a total of 165 similar buses had been built at the 
Smethwick works for the same customer. A Gardner 
5LW engine forms the power unit, and develops a maxi- 
mum of 85 b.h.p. at 1,700 r.p.m. in its five 4}-in. by 
6-in. cylinders, which are cast in blocks of two and three 
and mounted on a single-piece crankcase. The torque 
transmission is through a Daimler fluid flywheel and a 
four-speed pre-selective self-changing gearbox, which are 
mounted on a Daimler CO.G5 chassis. Steel construction 
is used for the body framing and the outside panel and 
roof sheets are of aluminium. Seats are provided for 
54 passengers on a tare weight of 6-85 tons. 








NEW REGISTRATIONS OF ROAD VEHICLES.—The most 
recent return issued by the Ministry of Transport shows 
that the number of new motor vehicles registered in Great 
Britain during the month of April, 1939, was 38,897 com- 
pared with 39,357 in April, 1938. The figures for the 
several classes were :— 


A pril, 1939 April, 1938 


Cars taxed on horsepower ah 25,645 25,649 
Cycles ae. ~ re ee we 5,331 5,511 
Hackney vehicles a ae pes 796 953 
Goods vehicles 4,517 5,268 
Other vehicles 2,608 1,976 

38,897 39,357 


Copies of the return, which is entitled ‘‘ Road Vehicles— 
Great Britain’’ (No. 128) can be obtained from H.M. 
Stationery Office, York House, Kingsway, W.C.2, or 
through any bookseller, price 2s. net. 
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Overseas Notes 


Prague Tramways 

The city of Prague, which during the 20 vears of existence 
of the State of Czecho-Slovakia was the capital city, possesses 
the most important tramway svstem in that part of Europe. 
At the present time it is of course the chief city of the protec- 
torate of Bohemia and Moravia. Some idea of the develop- 
ment of this tramway undertaking in the post war years is 
given by the following comparative statistics : 


Rolling Stock 


foe Route Passengers 
Year mr oe length carried 
lrailers Km. (Miles) (millions) 
coaches 
1919 aia 340 201 80 (50) 105-3 
1928 ais 558 572 93 (58) 210-7 
1936 ae 643 688 123 (76) 233-7 


Northern Ireland Transport Improvement 


A substantial improvement in the position of the Northern 
Ireland Road Transport Board is indicated by Mr. D. L. 
Clarke, Chairman of the board, in a statement denying 
suggestions made in various quarters that the losses of the 
board amount to /4,000,000. His statement includes the 
following points : £4,000,000 is the estimated capital of the 
undertaking, and it could only be true that £4,000,000 had 
been lost if (a) the undertaking had no assets and (b) no part 
of the undertaking was profit earning. As regards (a), there 
are large and valuable assets. As regards (b), the passenger 
section of the undertaking earned last year appreciable profits 
and in the current year the results up to date show substantial 
improvement. In the freight section the results in the current 
year up to date show steady and substantial improvement, 
and if the rate of progress which has been apparent during 
recent months continues, there is solid ground for believing 
that this section of the undertaking will become profit-earning 
within a reasonable time.”’ 


Amendment of the Western Australian Co-ordination 


In 1933 an Act was passed in the Western Australian Parlia- 
ment ‘‘ to provide for the improvement and for the co-ordi- 
nation of means of and facilities for transport.’’ Under this 
Act a board of three members was appointed, charged with 
the responsibility of carrying out the provisions of the Act, 
and this board has functioned continuously since its appoint- 
ment, with the result that road and rail competition has been 
largely eliminated except for relatively short distances. As 
was to be expected, operation of the Act revealed certain 
deficiencies n its machinery and the most serious of these 
was one which permitted to come into being what were com- 
monly known as ‘‘ community trucks.’ These were registered 
in the joint names of their reputed part-owners—in some cases 
over fifty ‘‘ part owners’ appeared in the registration of a 
single truck—and operated allegedly under ex: mption 3 of the 
first schedule of the Act which (vide Section 33) exempts from 
the necessity for licensing as a commercial goods vehicle any 
vehicle which is owned by a producer and is used solely for 
the carriage of livestock, poultry, fruit, vegetables, dairy 
produce, or other perishable commodities, or wheat or oats 
produced by the owner, from any place where they are pro- 
duced to any other place, and on the return journey the carriage 
ot requisites for the domestic use of such producer, or for 
use by him in the production of the commodities named. The 
community trucks were for the most part owned by road 
carriers who induced producers for a small consideration—and 
in some cases by the simple expedient of issuing a receipt for 
£1 or so, purporting to be the purchase of a share in the vehicle 

—to become part-owners. The truck was then operated fo1 
reward and quite a large proportion of the petrol and oil 
requirements of farmers was receiving transport by vehicles 
of this tvpe. Transport by community trucks of power 


kerosene and livestock in particular had reached such p; 
portions as seriously to be undermining one of the main pu 
poses of the Act, namely, to co-ordinate transport and a 
wasteful competition. To rectify the matter an amending | 
was introduced into the State Parliament, during the | 
session to provide that a licence shall be necessary for 
carriage of the commodities referred to above where : 

(a) there are more persons than three holding separate s] 
interests in the vehicle ; and 

(6) such share interest is not held as a partner in a partners 
or is held as a partner in a limited partnership within the meat 
of the Limited Partnership Act, 1909; and 

(c) any one of the persons holding a share interest in the vel 
is not himself the owner of any business in or for which such vel 
operates, or is not a partner or is only a limited partner in 
firm which is the owner of any business in or for which such vehi: 
operates ; or 

(d) the vehicle is operated or intended to be operated or avail 
for operation by or for any one of such persons having a sha 
interest therein as aforesaid, for the direct benefit of such one perso 
as an individual, when being so operated, and not for the dir 
benefit of all the other persons holding share interests in such vehi 

This amending Bill was passed by both Houses of Parlia 
ment and the ensuing Act was assented to on January 31, 193 


S.A.R. Road Motor Services 

The route mileage of the South African Railway an 
Harbour Administration’s road motor services now total 
15,086. On April 15, 1939, a new road motor service wa 
introduced between Kingwilliamstown and Twecu, a distanc: 
of 24 miles, while on April 13 the service between Middelwit 
and Le Cordeur, a distance of 77 miles, was withdrawn owing 
to the lack of patronage. The administration’s road vehicle 
miles run in February last totalled 760,712 (compared with 
708,279 a year earlier); the passengers carried numbered 
441,984 (against 395,019); and the goods conveyed were 
46,098 tons (against 39,904 tons). 


Roads in China 


There are now stated to be 72,140 miles of highways and 
motor roads in China, and 72,000 motor vehicles—one a mile. 
The three most important roads at the moment are (1) the 
730-mile road to the Soviet frontier via Lanchow in the north- 
west; (2) the 470-mile Kweilin-Nanning-French Indo-China 
road in the south-west; and (3) the Kunming (Yunnan)- 
Burma frontier road, which is 610 miles in length; it has 
two connections in Burma territory, (a) with Bhamo on the 
Irrawaddy, 110 miles, and (b) with Lashio, 116 miles: Lashio 
is the north-eastern railhead of the Burma Railways, Kweilin 
is the south-western railhead of the Kwangsi branch of the 
Canton-Hankow line, and the Lung-Hai Railway is being 
extended to Lanchow. All three highways are to be paralleled 
by future railways in whole or in part. 


British Buses for Finland 


Some few months ago, Riga, the Latvian capital, ordered 
90 Leyland buses, and an order for ten diesel-engined pas- 
senger chassis has now been placed with Leyland Motors 
Limited on behalf of Helsingfors Municipality, Finland. These 
will be operated by one of the most northerly bus-operating 
towns in the world, since Helsingfors has a more northerly 
latitude than Leningrad and lies as far north as the southern 
tip of Greenland. Part of the essential equipment, therefore, 
will be a fuel tank heater, originally designed by Leyland 
engineers for the buses for Riga, to prevent the part solidifying 
of fuel oil at low temperatures. Although the chassis ordered 
are Tiger models for single-deck bodies, the buses will be able 
to carry no fewer than 58 passengers. <A special 8-ft. rear 
platform, similar to the entrance platform of an orthodox 
British double-deck bus, is to accommodate 18 standing pas- 
sengers. Finnish coachbuilders are to supply the bodies, which 
will be of the full-fronted type with vacuum-operated doors 
for one-man operation. 
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PERSONAL 


Mr. Vivian Libert Oury has been 
pointed a Director of Rhodesia Rail- 
ys Limited in place of the late Mr. 
ert Oury, whose recent death was 
orded in our issue of May 19. 


Mr. K. C. Marrian, District Engineer, 
inchester Exchange, L.M.S.R., has 
en transferred from the class of Asso- 
ite Member to that of full 
ember of the Institution of 
vil Engineers. 


)LONIAL OFFICE APPOINTMENTS 
The Secretary of State for the 
lonies has recently approved 
following appointments :— 
Mr. W. A. A. Cook, Senior 
Vorkshop Superintendent, to be 
Assistant Mechanical Engineer, 
Ceylon Government Railway. 
Mr. H. W. F. Freer, Deputy 
lechanical Engineer, to _ be 
Mechanical Engineer, Ceylon 
Government Railway. 


Mr. P. S. Palmer, Assistant 
Mechanical Engineer, to be 
Deputy Mechanical Engineer, 


Ceylon Government Railway. 

Mr. H. Willan, Assistant 
Running Superintendent, to be 
Locomotive Running Superin- 
tendent, Palestine Railways. 





By a Decree issued by the 
Argentine Government, Senores 
Paul Paissaud, Rene Berger, and 
Eleazar Videla have been recog- 
nised as legal representatives of 
the Compania General de Ferro- 
carriles en la Provincia de 
Buenos Aires. 


INDIAN RaiLway STAFF CHANGES 

Me. B. M. Staig, C.S.1., 
Financial Commissioner of Rail- 
ways, has been granted five 
months’ leave as from May 12 last. 

Mr. T. S. Sankara Aiyar, C.LE., 
Director of Finance, Railway Board, 
has been appointed to officiate as 
Financial Commissioner during Mr. 
Staig’s absence. 

Messrs. F. G. Langdon and C. G. 
Graham have been confirmed as 
Deputy Chief Engineers, G.I.P.R., as 
from May 11. 

Mr. F. A. de la Nougerede has been 
appointed to officiate as Controller of 
Stores, E.B.R., as from April 28. 

Mr. H. W. Puttick has been ap- 
pointed to officiate as Chief Electrical 
Engineer, E.I.R., as from April 14. 

Mr. Kanchi Pershad has been ap- 
pointed to officiate as Deputy Chief 
Engineer, E.I.R., as from April 27. 

Mr. R. Whitworth, Signal Engineer, 
E.B.R., has been granted 27 months’ 
leave from July 8, prior to retirement. 


Mr. H. L. Thornhill, as_ briefly 
announced in our June 16 issue, will 
retire, as from June 30 next, from the 
position of Chief Legal Adviser to the 
London Midland & Scottish Railway 
Company, which he has held since 
January 1, 1927, and will then act on 
behalf of the company in a consulta- 
tive or advisory capacity on certain 
special Parliamentary and __ public 
matters and will be known as Parlia- 





Mr. H. L. Thornhill 


Chief Legal Adviser, L.M.S.R., who retires on June 


mentary Consultant. Educated at 
Sutton Valence School, Kent, he was 
articled in 1894 to the late Mr. C. H. 
Mason, who was then Solicitor to the 
London & North Western Railway 
Company. In April, 1899, Mr. Thorn- 
hill was appointed Assistant in the 
Common Law Department, and in 1903 
became Parliamentary Assistant under 
Mr. C. de J. Andrewes, who was in 
that year appointed Solicitor to the 
company. In this capacity Mr. Thorn- 
hill also acquired an extensive experi- 
ence of Railway & Canal Commission 
practice. He was absent from January, 
1915, to April, 1919, on service in 
France, and during his absence was 
appointed Assistant Solicitor when the 
late Mr. M. C. Tait succeeded Mr. 
Andrewes as Solicitor in May, 1915. 
Mr. Thornhill went to the United 
States in May, 1920, with Mr. Geoffrey 


Marshall, who was then Goods Mana- 
ger of the Great Northern Railway, to 
study and report on the principles of 
railway rates. He afterwards gave 
evidence before the Rates Advisory 
Committee on behalf of the Railway 
Companies’ Association with reference 
to proposed changes in railway law. 
Mr. Thornhill on March 1, 1921, suc- 
ceeded Mr. Tait as Solicitor to the 
original London & North Western 
Railway Company, and on the 
formation of the new company of 


that name created by the 
acquisition of the former Lan- 
cashire & Yorkshire Railway 


Company, he became, as from 
January 1, 1922, Solicitor to the 
enlarged undertaking. After the 
formation of the London Midland 
& Scottish Railway Company, 
Mr. Thornhill was appointed as 
from January 1, 1924, Chief 
Solicitor to that company with 
general control in connection 


with Parliamentary matters. 
Mr. Thornhill was appointed 
Chief Legal Adviser to the com- 
pany as from January 1, 1927, 
and in the same _ year _ the 
executive control of the com- 
pany’s business became vested 
in the President of the 


assisted by Vice- 
Presidents, the Secretary, and 
the Legal Adviser. Mr. Thorn- 
hill has represented the company 
on the board of the associated 
undertaking, the Eastern 
National Omnibus Co. Ltd. 


Executive, 


Mr. Alexander Eddy, Solicitor 
to the London Midland & 
Scottish Railway Company, who, 
as we announced last week, has 
been appointed Chief Legal 
Adviser, will from July 1 com- 
bine the duties of Chief Legal 
Adviser and Solicitor to the 


30 


company. Mr. Eddy comes of a 
family for many _ years connected 
with the former L.N.W.R. His 


father, the late Mr. E. M. G. Eddy, 
was at one time District Passenger 
Superintendent at Euston, and later 
Assistant General Manager of the 
Caledonian Railway Company, before 
becoming Chief Commissioner of the 
New South Wales Government Rail- 
His brother, Mr. J.-M. Eddy, 


ways. 
attained the position of Mineral 
Manager at Euston; he is now a 


Director of the Buenos Ayres Great 
Southern Railway, and previously held 
the position of General Manager. Mr. 
Eddy’s step-brother, the late Mr. 
Cumberland Lowndes, was for many 
years an officer of the L.N.W.R. before 
being appointed General Manager of 
the Port of London Authority. Mr. 
Alexander Eddy was born in 1882 and 
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educated at Bannister Court 
School, Southampton. In 1898 
he was articled to Mr. C. H. 
Mason, the Solicitor to the Lon- 
don & North Western Railway 
Company. Upon qualifying as a 
solicitor in February, 1904, he 
became a member of the 
Solicitor’s staff, and served sub- 
sequently under Mr. C. de J. 
Andrewes, Mr. M. C. Tait, and 
Mr. H. L. Thornhill. Mr. Eddy 
served in the R.N.V.R. during 
the war, and whilst on active ser- 
vice was appointed: head of the 
Parliamentary Department of the 
L.N.W.R. In 1921 he became 
Assistant Solicitor to that com- 
pany, and in 1923 to the 
L.M.S.R. He was appointed 
Solicitor to the L.M.S.R. in 1927, 
upon Mr. Thornhill’s promotion 
to the position of Chief Legal 
Adviser. Mr. Eddy, under Mr. 
C. de J. Andrewes, assisted in 
the preparation of the railway 
companies’ case before the de- 
partmental committee on railway 
agreements and amalgamation, 
and later in their case before the 
Royal Commission on the 
nationalisation of railways In 
1921 he was transferred for six 
months to the Railway Executive 
Committee for the ‘purpose of 
collating the documents relating 
to the Government control of 

the railways during the war, in pre 
paration of their claim for compensa- 
tion. This claim was finally settled by 
the passing of the Railways Act, 1921. 
Mr. Eddy has taken a prominent part 
in the important litigation under the 
Railways (Valuation for Rating) Act, 
1930, culminating in the recent appeals 
to the House of Lords. 


Mr. J. E. S. Griffith, Divisional 
Engineer, Neath, Great Western Rail 





Mr. J. E. S. Griffith 


Divisional Engineer, Neath, G.W.R., 
1929-39 
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Mr. Alexander Eddy 


Who has been appointed Chief Legal Adviser, L.M.S.R., 


as from July 1 


way, will retire on June 30, after 
occupying that post for over 10 years. 
Mr. Griffith was educated at Llan- 
dovery College and served a pupilage 
with the late Mr. T. D. Roberts, 
former Divisional Engineer at New- 
port, entering the service of the com- 
pany in 1895. Two years later he 
transferred to the Permanent Way 
Department at Reading shortly after 
the institution of that office. He was 
appointed Assistant in 1903, and Per- 
manent Way Assistant to the Chief 
Engineer in 1920. Mr. Griffith was a 
member of the Sub-Committee of 
Designers for Standardisation of Rail- 
way Track. He was appointed to the 
post he is now to vacate in January, 
1929, and, as recorded in our issues of 
June 2 and June 9, will be succeeded 
at Neath by Mr. M. A. Henry. 

Mr. J. G. Smith, whose appointment 
as Operating Superintendent, Ceylon 
Government Railway, was recorded in 
our April 28 issue, went to Ceylon in 
1912 and assumed the duties of Loco- 
motive Foreman. He had previously 
been employed since 1990 on the 
former London & South Western Rail- 
way at Nine Elms and Eastleigh, serv- 
ing under Mr. Dugald Drummond. 
Shortly before his departure for Ceylon 
he was awarded first prize by Mr. 
Drummond for the best paper read to 
the L.S.W.R. Engineering Association. 
In 1916 Mr. Smith was promoted to 
District Locomotive Superintendent, 
Ceylon Government Railway, and in 
1924 became Assistant Divisional 
Transportation Superintendent. He 


June 23, 19 


was appointed Acting Ass 
to General Manager (Oper 
in 1927, and confirmed as A 
ant to General Manager in 
Mr. Smith officiated as A 
Divisional Transportation Su 
intendent in 1929-30, resu 
his duties as Assistant to Gi 
Manager towards the end 
latter year. He was appo 
Divisional Transportation S 
intendent in 1931, and 
November, 1933, until 
1934, was Acting Deputy G 
Manager (Operating). A 
from March, 1936, until Se] 
ber, 1937, Mr. Smith act 
Deputy General Manager (O; 
ting and Commercial), reverti: 
Acting Deputy General Ma: 
(Operating) in the latter 
The position of Deputy Ge 
Manager (Operating) has 
been re-entitled Operating Su 
intendent, and Mr. Smith 
been confirmed therein. 


Mr. J. S. Elliott, M.I.Loc 
whose appointment as Dist 
Locomotive Superintendent, Le« 
L.M.S.R., was recorded in 17 
Ramway GazettE of Jun 
began his railway service as 
premium apprentice at Horwi 
with the former  Lancashi: 
& Yorkshire Railway. On co! 
pletion of his apprenticesh)) 
he was transferred to Newton Heat 


running sheds to gain outdoor 
experience. In 1909 — Mr. Elliott 
was appointed to be in charge of 
the L. & Y.R. engines stationed at 


York, and in November, 1910, was 
transferred to Copley’ Hill shed, 
Leeds, as Locomotive Foreman. After 
acting as District Locomotive Supe! 
intendent at Wigan for six menths, Mr. 
Elliott was appointed District Loco 
motive Superintendent at Goole in 
November, 1912, and on reorganisation 





Mr. J. G. Smith 


Appointed Operating Superintendent, 
Ceylon Government Railway 
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of the L. & Y.R. locomotive districts 
1 1919 he was placed in charge of the 
East Yorkshire district, with head- 
uarters at Wakefield. This position 
ir. Elliott held until his appointment 

District Locomotive Superintendent 
t Toton, Midland Division, L.M.S.R., 
, 1929. He was transferred to Edge 
Hill (Western Division) in the same 
apacity in 1934, and became Utilisa- 
tion Assistant to the Divisional Super- 
intendent of Operation at Crewe in 
1935. Last year Mr. Elliott was 
ippointed Maintenance Assistant in the 
same office, whence he now goes to 


Leeds. 


The third Dick Kerr reunion and 
linner was held at the Holborn Res- 
taurant on June 16, under the chairman- 
ship of Mr. Douglas Kerr, permanent 
chairman of the association of ex-Dick 
KXerr employees. Among those present 
were Mr. Frank Bourne, and Mr. H. A. 
Cox, formerly in charge of the test 
bed at the Preston works. The subscrip- 
tion for life membership of the associa- 
tion is 5s., and former employees 
who have not vet done so are requested 
to write to the Secretary, Mr. R. 
Briggs, 36, Kingsway, W.C.2. 


OVERSEAS RAILWAY OFFICERS ON 
LEAVE 

Amongst the overseas railway officers 
at present on a visit to England or 
arriving shortly are :— 

Mr. H. A. Reid, Chief. Mechanical 
Engineer, South Indian Railway. 

Mr. C. A. Rooke, Superintendent of 
Transport, Nigerian Railway. 

Mr. D. McIntosh, Production Engi- 
neer, South African Railways. 

Mr. J. A. Ellis, Commissioner of 
Railways, Western Australian Govern- 
ment Railways. 

Mr. J. Wilson, General Manager, 
Entre Rios Railways. 

Mr. G. M. Vibart, Assistant Running 
Superintendent, Buenos Ayres & Pacific 
Railway. 

Mr. W. R. J. Murray, Stores Super- 
intendent, Buenos Ayres Great Southern 
and Western Railways. 

Mr. H. Pennock, Stores Superinten- 
dent, Central Uruguay Railway. 

Mr. Donald Macrae, General Manager, 
Central Argentine Railway. 


We regret to record the recent death 
of Mr. Gilbert Young, Stores Superin- 
tendent of the Great Northern Rail- 
way (Ireland). Mr. Young joined the 
service of the Great Northern Railway 
as a clerk in 1895, and having served 
at various stations was appointed in 
1915 Chief Accountant in Belfast Goods 
Depot. In 1918 he was transferred to 
Dublin as clerk in charge of the 
Accountant’s Department, and held 
that position until he was appointed 
Stores Superintendent in 1924. Mr. 
Young acted as Traffic Manager on the 
death of Mr. W. J. Bailie before the 
appointment of Mr. J. Lockhart to 
that position in 1931. 
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Mr. George Dow has been appointed 
Information Agent, L.N.E.R., in suc- 
cession to Mr. E. G. Marsden, who is 
now engaged on special work-for the 
company. 


INSTITUTE OF FUEL 

Lt.-Colonel J. H. M. Greenly, M.A., 
C.B.E., F.Inst.F., has agreed to con- 
tinue as President of the Institute of 
Fuel for a further year and will deliver 
his second presidential address to the 
members in the Meeting Room of the 
Institution of Mechanical Engineers, 
Storey’s Gate, London, S.W.1, on 
October 19, at 2.36 p.m. The council 
of the institute has decided to award 
the Melchett Medal for 1939 to Mr. 
H. A. Humphrey, M._Inst.C.E., 
M.I.Mech.E., M.I.E.E., F.Inst.F., late 
Consulting Engineer to Imperial 
Chemical Industries Limited, for the 
outstanding work he has done in the 
development of fuel and appliances. 


We regret to record the death, at the 
age of 56, of Dr. Harold F. Haworth, 
PA.D., MSe., B.kEnag., MLE-E., 
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M.I.A.E., M.S.A.E., Outside Technical 
Representative of Leyland Motors 
Limited. He passed away at Man- 
chester on June 18, after an operation. 
A native of Liverpool, Dr. Haworth 
joined Leyland Motors Limited in 1920 
as Resident Principal of Wellington 
House, the company’s hostel for engi- 
neer apprentices. He was educated at 
Liverpool and Zurich universities, and 
held appointments on the staffs of the 
City & Guilds College in London and 
the Imperial College of Science and 
Technology, South Kensington. Dur- 
ing the war he served as a captain in 
the Royal Engineers, partly in France 
and partly at Shoeburyness, where he 
specialised in anti-aircraft activities and 
helped to develop the searchlight as a 
weapon of war. At Leyland his versa- 
tility, coupled to his vast store of tech- 
nical knowledge, brought him a variety 
of work, and from 1929 to 1933 he held 
the position of Chief Engineer. At the 
time of his death he was, in addition 
to other work, supervising the design 
and sales of both trolleybuses and rail- 
cars. 








L.N.E.R. Locomotive named “ Coldstreamer ”’ 
Regimental ceremony for ‘‘Green Arrow ’’ class engine 


Locomotive naming ceremonies con- 
tinue to draw crowds, apart from the 
invited guests. Platforms at King’s 
Cross giving a view of No. 7, and the 
footbridge across the station, had a 
throng several deep when the new 
L.N.E.R. ‘‘ Green Arrow ’’ class loco- 
motive No. 4844 was named Cold- 
streamer by Major General Sir Cecil 
Pereira on Tuesday morning. On this 
occasion the interest normally excited 
by an immaculate engine and a red- 
carpeted platform was heightened by 
the presence and performance of the 
band of the Coldstream Guards. 

Sir Ronald Matthews, Chairman of 
the L.N.E.R., introduced the naming 
ceremony with a short speech in which 
he expressed the company’s apprecia- 
tion of the action of General Sir 
Alfred Codrington and his fellow officers 
in affording the honour of allowing 
one of the latest productions of the 
genius of the company’s’ Chief 
Mechanical Engineer—Sir Nigel Gres- 
ley—and of the craftsmanship of the 
company’s shops, to bear the historic 
name of that great regiment. There 
had recently been enormous expansion 
of the principles of mechanisation of 
His Majesty’s Forces, but at the same 
time he thought it would be agreed 
that today more than at any other 
time during the last hundred years 
the railways were an essential part of 
the defences of this country. It was 
therefore appropriate to have _ the 
association of named engines with 
regiments largely recruited from the 
territories the company served. 

Sir Nigel Gresley then formally 
handed the locomotive over to Major 
General Pereira for the naming cere- 
mony. 


Major General Sir Cecil Pereira read 
a message from General Codrington 
expressing disappointment that illness 
prevented his being able himself to 
name the engine Coldstreamer. The 
regiment welcomed the new recruit, 
and was sure its great traditions would 
be worthily upheld by it. General 
Codrington’s message concluded by 
exhorting those responsible for the new 
Coldstreamer to see that it maintained 
throughout its life the smart appear- 
ance, punctuality, and correct per- 
formance of duty demanded by the 
name it bore. After outlining the his- 
tory of the regiment Major General 
Pereira unveiled the nameplate of the 
locomotive, which had been covered 
with the Union Jack. Major General 
Pereira and Colonel J. A. C. Whitaker 
then mounted the footplate, and, to 
the strains of the regimental march 
played by the band, Coldstreamer was 
driven down the platform and back 
by Driver Reynolds and Fireman Dar- 
low, of Sheffield, who are old Cold- 
streamers. 


Among those present were :— 

The Provost of Coldstream (Provost Angus), 
Major General Sir John Ponsonby, Colonel 
W. St. A. Warde-Aldem, Major General Sir 
Cecil Pereira, Major J. M. Peto, Colonel J. A. C. 
Whitaker, Captain R. O. Fielden, the Duke of 
Portland, Major S. A. Forster, Sir Neville 
Wilkinson, Colonel H. N. Pryce- Jones. 

L.N.E.R. directors and officers—Sir Ronald 
W. Matthews (Chairman), Major W. H. Carver, 
M.P., Mr. W. B. Gair, the Hon. E. B. Butler- 
Henderson (directors); Mr. C. H. Newton, 
Chief General Manager ; Sir Nigel Gresley, Chief 
Mechanical Engineer; Mr. H. H. Mauldin, 
Divisional General Manager; Messrs. V. M. 
Barrington Ward, Superintendent (Western 
Section), C. J. Selway, Passenger Manager ; 
P, J. Dowsett, Secretary; R. J. M. Inglis, 
Engineer, Southern Area; O. H. Corble, 
Assistant to Chief General Manager; G. A. 
Musgrave, Locomotive Running Superintendent. 
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Institute of Transport Congress at Southampton 


Report of papers, the discussions thereon, and the 
social programme of the meeting held from June 14-17 


Che Institute of Transport Congress, 
as we recorded last week, was held at 
Southampton from June 14 to 17, when 
a full programme of meetings, func- 
tions, and visits was carried out. The 
President, Mr. Gilbert S. Szlumper, 
General Manager of the Southern Rail 
way, opened the proceedings in the 
ball-room of the South Western Hotel 
headquarters of the congress) on Wed 


nesday ifternoon, and gave reasons 
for holding the congress at Southamp 
n, although it was originally intended 


that the venue this year should be 
Northern Germany The paper on 

National Aspects of Transport ’’ sub 
mitted for discussion by Mr. G. F 


Bilbrough, Railway and Traffic Ex 
pert, Birmingham Chamber of Com 
merce was then briefly summarised 
by the author, full copies having pre 
viously been circulated 


%” 


** National Aspects of ;Transport 


Mr. Bilbrough took for his text the 


onclusions reached in his previous 
paper, published in the December, 
1936, issue of the institute journal, and 
in which he showed that transport is 
essentially a public utility and that the 
solution of a properly adjusted policy 
lay in the creation of a national trans 
port board [hese submissions called 
for no modification. On the contrary, 
recent proposals of the railway com 
panies, the recommendations of the 
Fransport Advisory Council, and the 


liaison between road and rail showed 
that rudimentary forms of a national 


policy were emerging out of the im 
pulses generated by economic distress 
rhe need for co-operative and co 
ordinated working was being increas 


ingly recognised, as there was little 
doubt that duplication of facilities was 
economically wasteful Elimination of 


uneconomic competition and redundant 


facilities meant closing of branch lines 
and goods stations, abandonment of 
certain canals, and regulation of road 


transport. It might also involve allo 
cation of traffic to specific carriers or 
its concentration to certain routes. 
Accepting these general considerations, 
a major issue was raised at the outset. 
Could we afford a continuance of the 
present hand-to-mouth policy or had 
not the time arrived for the creation 
of permanent machinery for forward 
planning and constructive effort? 

Mr Bilbrough reviewed recent 
developments, from the Act of 1921 
and the Royal Commission of 1928, to 
the Road and Rail Traffic Act of 1933, 
with its Transport Advisory Council. 
But the experiences of the past two 
decades, he said, made it clear that 
sporadic action, unrelated to the basic 
causes of trouble, magnified rather 
than allayed, the symptoms. The 
recommendations of the Transport 
Advisory Council might prove best 


fitted for an interregnum, but any 
further advances into the problem of 
co-ordination called for an independent 
body, a national board. As _ regards 
‘square deals ’’’ while the position of 
the railways was judged the more 
clamant other transport services had 
little ground for satisfaction. It was a 
curious reflection that the more in- 
dispensable a public service and the 
more vital to the health of the 
economic structure, the smaller was its 
prospect of securing generous recog- 
nition. The time had come to call 
a halt in the long and exasperating 
feud between industry and transport 
it was useless and wasteful. 3ut only 
an ordered system could make adjust 
ments. The Act of 1921, and especially 
its Part III, contained national aspects 
which might well serve for a future 
structure, among other things, in the 
tacit admission of a partnership be 
tween trade and transport. In these 
days we were all co-ordinators, but 
unless the public faced the possibility 
of traffic reorganisation the word was 
little other than an empty phrase. The 
rationalisation of the transport in 
dustry offered immense scope for sav- 
ings, but such a policy meant the very 
things which according to the T.A.C. 
would not be tolerated by public 
opinion. 

Our postal system pointed the way, 
said Mr. Bilbrough, to a _ national 


transport undertaking. It maintained 
. definite classification It extended 
equal treatment to all. It achieved 


its object with a minimum of effort 
and labour and without duplication of 
plant, an aspect to be commended to 
the traders because all excess’ in 
facilities must in the end be paid for 
by those employing them. The prin 
ciple of classification was vital to trans- 
port economies, and _ the _ so-called 
exceptional rates were more funda 
mentally classification than the 
statutory framework of 1921. Ex 
ceptional rates were the core of prac 
tical classification, and the road in 
terests would take their appropriate 
place as equal partners only when they 
enforced a_ reasonable classification. 
Cost of service advocates would find 
it difficult to justify, for example, 
Government transports, or workmen’s 
fares, while asking that merchandise be 
carried with sole reference to the cost 
of doing the work. It should be the 
business of a national system to pro- 
vide adequate services wherever re- 
quired and to extend equal treatment 
to all. 

As regards future policy, and the 
realisation of a_ national scheme, 
obviously omens were not propitious. 
The road-rail agreement might well 
prove the most significant factor which 
had emerged, not so much from the 
point of view of its immediate out- 
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come as for the attitude of mind 

rapprochement indicated. i: % 
futile to expect a perpetual f 
amongst carrying interests when ag1 
ment offered relief from financial str 
But the scope for rate fixing machin 
was limited, and those who imagi: 
a widespread revision of rates w 
doomed to disappointment. The 1 
line of approach must take the for 
of an increased community of intere 
It was significant that while railw 
companies had closed many stations 
passenger traffic, goods work had < 

tinued, although the essential fact 
were analogous. With a joint und 
taking such redundant facilities mi 
become assets. Transfer of collecti 

and deliveries to the new organisati 

from agreed centres would not entire 

destroy the financial interests therei: 
and the extension of through rat 
would evolve a closer approximation 

the status of common carrier. rh 
subject, concluded Mr.  Bilbrough 
opened up a wide field for speculatio: 
ind inquiry, of which limits of spa 
debarred a more detailed examination 


Mr. Bilbrough’s Paper Discussed 


Sir Joseph Nall, opening the disct 
sion, said that the author advocat 
nationalisation under the guise of 
national board, but he doubted vet 
much if such a board could accomplis 
more than the present commercial 
system of boards of directors. The co 
ordination idea was a plaything for 
amateurs, but the ‘‘ C’’ licence holde1 
was likely to frustrate efforts at co 
ordination and scratch the varnish 
off’’ the square piece of timber 
had heard so much of in recent months 
In his view there should be equalit: 
of treatment for all road users, but 
the whole problem was political rathet 
than economic 

Mr. Ashton Davies acknowledged 
the welcome extended to him by th 
President after his illness, and said 
that it seemed to him the present posi 
tion of road and rail was that of try 
ing to get agreement. 

Mr. G. Ponsonby thought there wer 
so many different ideas of co-ordination 
that each speaker discussing it should 
define exactly what he meant by the 
term. In his opinion every form of 
transport should perform the function 
for which it was best suited having 
regard to the demand. He had a great 
belief in the technical efficiency of the 
railways as a means of overcoming 
their present difficulties. 

Mr. C. S. Dunbar was of opinion 
that the two major forms ‘of transport 
should be put on a satisfactory basis, 
but if amalgamations resulted, who 
was going to compensate those put out 
of business? Perhaps the example of 
the liquor trade of providing a fund 
for the compensation of those whose 
businesses were extinguished might 
point the way in the transport in- 
dustry. 

Mr. H. R. Caulfield-Giles was also of 
opinion that the ‘‘ C licence holder 
was the snag in any settlement of the 
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id and rail position which might be 
me to, and was rather doubtful of 
iat the railways would achieve by 
agreement recently made. 
Sir William Chamberlain, on being 
ited by the President, preferred not 
express any opinion on the subject 
ider discussion as he feared that 
what he said at Southampton ”’ 
ght possibly be quoted against him. 
Mr. A. Hastie agreed with Sir Joseph 
Nall and thought that the real enemy 
is the ‘‘ C’”’ licence holder. 

Mr. C. E. Douthwaite was not in 
rested in the question of whether 
iders should operate’ their own 
hicles. In his opinion traders did not 
vour excessive competition between 
ransport interests and were as much 
terested in stability as in cheapness 
Mr. J. O'Leary, thought there should 
lso be machinery for controlling 
raders as if a manufacturer could act 

a carrier then a carrier should also 
allowed to engage in trade. 

The President, in winding up the 
lebate, said that during the discussion 
e had been thinking how appropriate 
t was that whereas from Southampton 
hips of all kinds sailed to the Seven 
Seas, the debate this morning had 
anged over the seven Cs of Co-ordina 
tion, Combination, Co-operation, ‘‘ C ’’ 

ences, Cost of service, Cheap fares, 
nd Commonweal. 

Mr. Bilbrough, in reply, said that 
lis conception of a transport board 
vas more in the nature of an advisory 
board. He did not agree with the 
peakers who considered the “C”’ 
licence holder as the bogey. of the 
piece. In the majority of cases he was 
shopkeeper delivering his own goods, 
ind there were comparatively few 
ises of large concerns holding these 
licences. In anv case he did not think 
the position would become worse in 
the future as the ‘‘C”’ licence holder 
had taken the utmost advantage he 
ould during the past 15 years. On 
the whole actual criticism of the sug 
gestions advanced by him had_ been 
very slight. 

The Mayoral Reception 

On Wednesday evening the dele 
vates were received by the Mayor of 
Southampton (Councillor A. H. Pow 
lrill) at the Guildhall. The Mayor was 
iccompanied by Mrs. Powdrill and 
the Sheriff and Mrs. Sinclair. After- 
wards the Mayor made a speech in 
which he emphasised the pleasure it 
gave to the corporation and himself to 
welcome the Institute of Transport to 
Southampton, which was a town pecu- 
liarly suited for such a congress in 
view of its outstanding transport faci- 
lities by rail, road, sea, and air, as well 
is a system of decks of a very high 
order. He particularly welcomed the 
President of the institute as he was 
also the General Manager of the rail- 
way company which had done so much 
for the development of Southampton 
as a port. 

The President briefly acknowledged 
the welcome, and dancing took place 
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in the ball-room of the new building 
until midnight. 


Visit to Eastleigh Works 

On Thursday morning a large party 
of members visited the locomotive and 
carriage and wagon works of the 
Southern Railway at Eastleigh, where 
the iron and brass foundries and the 
pattern, boiler, and erecting shops wer 
inspected. The erection of a new loco 
motive, they were informed, takes 18 
days, and the process was explained. 
A similar procedure is followed for en- 
gines coming in for general repairs, the 
time occupied being 22 days. In the 
carriage and wagon works inspections 
were made of the paint shops, body 
shop, finishing shop, and the machine 
and fitting shop. One of the special 
features in the last named is the mass 
production method of machining the 
standard carriage axleboxes, which 
vives an output of about 130 axle 
boxes a week. 


Road Transport Depots Visited 

Another party visited the Portswood 
depot of the Southampton Corpora 
tion Transport Department, which 
comprises a for 70 buses, 
running sheds for the tramcars, and a 
range of workshops. The premises of 
the Hants & Dorset Motor Services, 
were also. in 


garage 


completed last year, 
spected. These comprise a booking 
office, administration offices, garage, 
and express service coach station; the 
building is one acre in extent. On a 
busy day during the height of the 
season, it was stated, approximately 
160 motorcoaches and 4,200 passengers 
are dealt with at the depot. 


Southampton Municipal Airport 

For those members and their ladies 
who elected to visit the Southampton 
municipal airport on Thursday, it was 
an afternoon of thrills. Services are¢ 
operated from the airport to the 
Channel Islands, Bristol, Gloucester, 
Birmingham, Liverpool, Brighton and 
Ryde, with connections to many other 
places. After inspecting the new 
hangar, where a Lockheed aircraft for 
Irish Airways was about to take off 
for Dublin, a visit was paid to the 
works of Oddie, Bradbury & Cull 
Limited and to Vickers Armstrongs 
Limited. Aircraft of the Hampshire 
Aero Club were also inspected, includ- 
ing the Wicko and the Kay gyroplane. 
Demonstration flights of the latter and 
of Spitfire aircraft were given and 
provided some thrilling moments. As 
the Spitfire roared overhead, rolling, 
diving and looping the loop or swooped 
down at 400 m.p.h. almost too close 
to be pleasant, one gained an im- 
pression of lightning attack and 
hornet-like opposition to any _ hostile 
bomber. 

Afterwards the party was entertained 
to tea by the Cunliffe-Owen Aircraft 
Company, when the President, in a 
happily-phrased — speech, 


R. J. Stranger, M.C., Chairman of 


voiced the 
thanks of the visitors to Councillor 
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the Southampton Municipal Airport 
Committee; to Mr. Payne, the Super- 
intendent of the Airport; to Cunliffe- 
Owen Aircraft Limited for its hos- 
pitality, and to Messrs. Pickering, 
Quill, and Kay for the thrilling ex- 
hibition of flying given by them. 


The Thornycroft Works 

Another party on Thursday in 
spected the works of John I. Thorny- 
croft & Co. Ltd. at Woolston, by per- 
mission of the Admiralty. This visit 
was of particular interest at the present 
time. Here were seen destroyers, 
yachts, and fast passenger steamers of 
shallow draught in course of construc- 
tion. The works cover an area of 
about 28 acres, and contain 
building slips. The shipyard shops 
have recently been greatly increased 
id new brass and iron foundries have 


seveil 


been built 

A reception by the President in the 
ball-room of the South Western Hote!, 
followed by dancing until a late hour, 
made a very enjoyable conclusion to 
a most interesting day. 

Friday was a purely Southampton 
Docks day. In the morning Mr. R. P. 
Biddle submitted a paper on ‘‘ The 
Port of Southampton ’’; in the after- 
noon a tour was made of the docks 
themselves; and in the evening a dinner 
and dance were given on board the 
R.M.S. Alcantara. 

A novelty was introduced by Mr. 
Biddle, in submitting his paper, in the 
shape of an excellent film showing the 
activities of the modern system of 
docks constructed by the Southern 
Railway Company, mostly on land re- 
claimed from the sea. This pictorial 
record of the docks was particularly 
useful in preparing members for what 
they were to see at the docks them- 
selves in the afternoon. 


‘“ The Port of Southampton ’”’ 

Mr. Biddle prefaced his paper on the 
port of Southampton with a summary 
of the history of the port, which 
stretched far back into centuries B.c. 
Its later history was marked by many 
famous events: the inception of the 
wine trade in 1150; the invasion by the 
French and allies in 1338; the embar- 
kation in 1415 of the army of Henry 
V for the battle of Agincourt; and the 
landing of Philip of Spain in 1554 for 
his marriage at Winchester. More re- 
cent history began with the Act of 
1803, creating a harbour board, with 
jurisdiction extending from just outside 
Calshot, up Southampton Water, and 
the rivers Hamble, Test, and Itchen. 
In 1832 the board built its first pier to 
accommodate the steam packets run- 
ning to the Isle of Wight and Channel 
Islands, but 1834 was the year destined 
probably to have the greatest influence 
on the history of the port, directly and 
indirectly, for it was the year of the 
Act which empowered the construction 
of the London & Southampton Rail- 
way. The first dock was opened in 
1843 and the first graving dock in 
1846, this and other developments 
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being made possible by a loan to the 
Dock Company by the London & 
South Western Railway Company (as 
the London & Southampton Railway 
had then become). Probably — the 
vreatest event in the history of the 
port occurred on November 1, 1892, 
when the whole of the docks under 
taking passed into the hands of the 
railway company. 

Describing the port, Mr. Biddle said 
Southampton was very fortunately 
situated geographically, being endowed 
by Nature with certain specific advan 
tages. It enjoyed a sheltered harbour 
ind exceptional local tidal move 
ments. The total length of quays was 
31,082 ft. and a number of the berths 
was dredged to 45 ft below 
L.W.O.S.T., so that the port could 
accommodate the largest ships afloat 
[he forward policy initiated in the 
early part of the present century re 
sulted in the construction of the Ocean 
Dock, opened in 1911, and after th 
ereat war, in 1924, Parliamentary 
powers were sought for the building of 
1 new system of docks, with passenger 
and cargo sheds, including the King 
George V_ graving dock, the largest dry 
dock in the world, completed in 1933. 
Mr. Biddle went on to refer to the in 
dustrial development of Southampton 
Comparing the port fifty years ago with 
its position today, with the population 
trebled, he explained that two factors 
were largely responsible for the =r 


markable progress, first the acquisition 
of the docks by the railway company 
in 1892, and secondly the transfer of 
the American Line’s express service 
from Liverpool in 1893 The signifi 
ince of the past half century was in 
dicated by the increase in the amount 
of shipping tonnage entering, which 
had risen from 2,376,213 gross tons in 
1888, to 19,164,774 gross tons in 1938 
Considerably more than a million tons 
of cargo through the port 
annually, mainly through-goods for or 
from inland centres, but 75 per cent 
of the shipping tonnage was classified 
is liner traffic The bulk of the South 
African fruit traffic came in through 
Southampton, amounting in 1938 to 


passed 


more than six million packages of deci 
duous and citrous fruits alone 
Southampton’s development as a 
passenger port, since the earliest times, 
had been largely due to its physical 
idvantages, and at present there were 
21 shipping companies providing regu- 
lar passenger communication with all 
parts of the world. The development 
in passenger traffic was shown by the 
figures. In 1922 the total number em 
barking and disembarking was 356,110, 
while in 1937 the number had increased 
to 621,911 The traffic represented by 
the figures was roughly divisible into 
two halves, ocean and cross-channel 
A specialised traffic is the movement 
of troops through the port, the num- 
ber in 1938 having been 89,344. During 
the war years 1914-1918, upwards of 
7,000,000 officers and men_ passed 
through the docks. Since early in 1937 
the port had assumed a new role as 
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the British terminal for Empire flying 
boat services, and the Harbour Board 
had promoted a Bill in Parliament to 
establish a marine air base. 

The paper was accompanied by 
graphs showing the increase in gross 
and net tonnage of shipping, the pro- 
portions of different classes of cargo, 
and the destinations of ocean passen- 
ger traffic in 1938. 


Discussion of Mr. Biddle’s Paper 


In opening the discussion, Mr. J. 
Merryweather congratulated the 
Southern Railway and the reader of the 
paper on the natural advantages en 
joved at Southampton Docks in the 
shape of double tides and no necessity 
for lock gates In view of the depth 
of water maintained at the quayside, he 
would like to know the dredging cost 

Sir Sam Fay said that one of the 
advantages of attaining middle age 
was that he could look back on the 
history of Southampton Docks, but 
that he did not know enough of the 
present position to offer any criticism 
of the paper 

Mr. T. Bushell said that he had re 
cently been looking up the historical 
record of Southampton, and found that 
100 years ago it was not unusual for 
ships to go aground in 20 ft. of water. 
The Royal Mail Line, with which he 
was connected, was the first steamship 
line to use Southampton, which they 
were doubtless led to do by a report by 
John Smeaton in 1840, who considered 
that the port offered accommodation 
and natural advantages not exceeded 
by any other port in England. 

Mr. D. Ross-Johnson described th: 
Port of Southampton as a combination 
of nature’s bounty and human brains 
Mr. Biddle’s paper was both illuminat 
ing and informative, but he wondered 
if the percentage of increased traffic 
was due solely to growth of trade with 
the Dominions. 

Mr. O. Power asked whether, in view 
of the great facilities offered to 
foreign shipping lines at Southampton, 
similar advantages were obtained by 
sritish ships at foreign ports. Tle also 
wondered if he would be cons’dered 
unpatriotic if he sometimes travelled 
by a foreign shipping line. 

Mr. W. H. Gaunt asked whether the 
Southern Railway employed its dock 
labour direct and whether road vehicles 
had freedom of access to the docks. 

Mr. Biddle, in reply, assured Mr. 
Ross-Johnson that the improved ton 
nage of traffic was due largely to 
srowth of trade with the Dominions. 
Coastal traffic was dealt with by the 
Harbour Board, with whom they had 
an agreement not to purloin § each 
other's traffic. He quoted mainten- 
ance figures in reply to Mr. Merry 
weather and said that the company 
was responsible for dredging 600 ft. 
from each quay. The company claimed 
by the construction of the docks to 
have increased the size of England 
by 500 acres. Mr. Power could rest 
assured that British shipping got a 
square deal in foreign ports, where it 
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picked up a lot of traffic; there was 
flag distinction at Southampton 
the docks the railway supplied 
ship and shore labour and was 
fectly impartial so far as road 
rail were concerned. 

At the conclusion of the discy 
formal votes of thanks were passe 
all those who had helved in organi 
the congress or who had kindly 
vided the necessary facilities and vi 

A vote of thanks to the Presid 
for his conduct of the congress in s 
a happy vein was proposed by Sir S 
Fay, who referred to his very ] 
#ssociation with Mr. Szlumpet I 
iterests of the younger membe:s 
the staff were, he knew, very dear 
the heart of the President, and it 
doubtless for that reason that he ti 
so keen an interest in the instituté 
the means of producing a more effici 
race of transport men in the futur 

A tribute was also paid to 
organising work of the local committ 
under the chairmanship of Mr. R. 
3iddle, Docks & Marine Manag: 
Southern Railway 


Tour of Southampton Docks 


In the afternoon Southampton Doc! 
were toured by motorcoach, when a 
inspection was made of the new 
premises of General Motors Limited 
where cars, lorries, and similar vehicl 
imported by the firm are finished an 
assembled. The King George V Grav 
ing Deck, the largest dry dock in the 
world and built to accommodate liners 
up to 100,000 tons, was also visited 
and the pumping’ works 
Near by were flying boats used on thi 
Australian and New Zealand mail ser 
vices, and the opportunity was taker 
of going over one of these interesting 
urcraft. The Old Dock was. also 
visited, after which tea was provided 
by the Southern Railway Company at 
the New Docks Extension premises. 


inspected 


’ 


Dinner on board R.M.S.**Alcantara’ 


Another nevelty introduced by the 
President for this congress was the 
dinner on board the R.M.S. Alcantara, 
which took place on Friday evening by 
courtesy of Royal Mail Lines Limited 
his was an interesting experience for 
many of the members. The company 
at dinner included the Mayor and 
Mayoress of Southampton and_ other 
prominent citizens and representatives 
of shipping and other interests. Dinner 
was followed by dancing until mid 
night. 


Southampton Water and 
the Isle of Wight 

On Saturday, by courtesy of the 
Southern Railway Company, a_ trip 
was made down Southampton Water 
and along the north coast of the Isle 
of Wight. A large number of mem- 
bers and their ladies attended, and, 
the weather being fine, a most enjoy- 
able day was spent. Lunch was also 
provided by the company, and there 
was a general consensus of opinion that 
no more agreeable trip could have been 
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rovided as a finish-up to a very suc- 
ssful congress. The thanks of all 
re felicitously expressed by Mr. 
ucke, through the loudspeaker, to 
Southern Railway Company and 
General Manager. 
A large number of ladies participated 
the congress, and visits by motor- 
ich to many places of interest were 
ranged for their benefit. These in- 
ided a drive through the New Forest 
Wednesday; a tour of Southampton 
wn on Thursday; and a visit to Win 
ster and Romsey on Friday. 


-articipants in the Congress 
[he following is a list of those who 
ok part in the congress: 

Mr. Gilbert S. Szlumper, C.B.E., President 
the institute—General Manager, Southern 
ilway ; Councillor A. H. Powdrill, Mavor of 
Messrs. R. N. Sinclair, Sheriff 
Southampton ; Ashton Davies (M), Acting 

President, L.M.S.R.; | Abbott (M), 

rman and Managing Director, F. J. Abbott 
mited ; G. M. Alford (M), Formerly Manager, 
Vharves Department, Singapore Harbour 
ird; W. FD. Allison (M), Formerly Chief 
chanical Engineer, Tanganvika Railways, 
\. L. Allpress, Provident Mutual Life Assurance 

wiation; C. N. Anderson (AM), Assistant 

ithern Divisional Superintendent, Southern 
failway; A. W Arthurton (M), Formerly 
irector, British Railways Press Bureau ; 
), J. Aston (S), Southern Railway; A. I 
agley AM), Traffic Manager, Littlewoods 
fail Order Stores Limited; P. J. Baker (M), 
neral Manager and Engineer, Southampton 
poration Transport ; R. W. G. Barnett (M), 
irector, Liverpool Cartage Co. Ltd.; Sir 

harles Barrie, K.B.E., M.P.; Messrs. J. E. 
eeckett (A), Managing Director, Beckett, 

iyveock & Watkinson Limited; A. Bedford, 
M.C., President, Southampton Chamber of 

mmerce ; Sir Russell Beneraft, J.P. ; Messrs. 
IR Beveridge M), Commercial Manager, 
Scottish Motor Traction Co. Ltd. ; R. P. Biddle 
M Docks and Marine Manager, Southern 
Railway ; G. F. Bilbrough (M), Tratfhie Expert, 
sirmingham Chamber of Commerce ; G. Bishop 
M), Assistant Southern Divisional Superinten 

ent, Southern Railway ; V. H. Boalth, C.B.E 

M), Formerly Chief Commercial Manager, 
North Western Railway of India; E. F. Bone 
M), Assistant to Docks and Marine Manager, 
Southern Railway; W. P. Bradbury, O.B.E. 
M), Assistant Chief Commercial Manager 
Passenger), L.M.S.R.; J. F. Bradford (M), 
Formerly District Passenger Manager (Bir 
lingham), L.M.S.R.; F. G. Bristow, C.B.E 

M), General Secretary, Commercial Motor 
Users Association ; Lt.-Colonel P. M. Brooke 
Hitching; Lt.-Colonel A. N. R. Broomfield, 
[.D., Manager (Southampton), Royal Mail 
Lines Limited ; Messrs. M. J. Buckett (AM), 
Traffic Controller (Southampton Docks), Sou 
thern Railway; S. C. Bullock (AM), Director, 
lourist Motor Services Limited, I Burrow 
M), Commercial Superintendent, Southampton 
Docks, Southern Railway; A. J. Bushell (G), 
Rowntree & Co. Ltd.; r. A. Bushell (AM), 
Roval Mail Lines Limited; C. Byford (M), 
General Manager, Dover Harbour Board. 

Mr. A. F. R. Carling (AM), Assistant Traffic 
Manager, Southdown Motor Services Limited ; 
Captain D. A. Casey, D.S.C., R.D., R.N.R. 
Marine Superintendent (Southampton) Royal 
Mail Lines Limited ; Mr. H. R. Caulfield-Giles 
M), Transport and Traffic Manager, Newton, 
Chambers & Co. Ltd. ; Sir William Chamberlain 
M), Chairman of Trattic Commissioners, North 
Western Area; Messrs. F. J. Charlwood (G), 
Southern Railway ; P. Jj. Chilcott (AM), 
L.M.S.R.; W. C. Collins (G), Southern Rail 
way; R. Cooper, Triplex Safety Glass Co. Ltd. ; 
A. J. Coward, Southern Railway ; J. R. Cowper 
(AM), Assistant General Manager, Dundee, 
Perth & London Shipping Co, Ltd. ; W. Craven 
Ellis, M.P.; H. H. Crow (AM), Managing 
Director, Crow Carrying Co. Ltd.; E. R. 
Dashper (G), Southern Railway ; R. G. David 
son (M), Joint Accountant, Southern Railway ; 
H. Merson Davies, V.D. (M), Formerly Deputy 
Chief Mechanical Engineer, East Indian Rail 
way; H. A. J. Day (AM), Port of Bristol 


ithampton ; 


le 
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Authority; J. K. Denny, Leyland Motors 
Limited ; W. E. Dewdney (G), Southern Rail 
way; T. Donaldson, Director, John I. Thorny 
croft & Co. Ltd.: C. E. Douthwaite (AM), 
fraffic Manager, British Oil & Cake Mills 
Limited ; P. G. Drewry (G), Southern Railway ; 
C. S. Dunbar (AM), Director and Manager, 
Red Arrow Deliveries Limited; C. H. Eldock 
(AM), Southern Railway; K. R. Ellson (AM), 
Assistant to Traffic Manager, Southern Rail 
way; A. G. Falshaw, Leyland Motors Limited ; 
Sir Sam Fay (Past President), Formerly General 
Manager, Great Central Railway ; S. E. Garcke 
(Past President), Chairman, Tilling & British 
Automobile Traction Limited; W. H. Gaunt, 
C.B.E. (Former Vice-President), Distribution 
Manager, J. Lyons & Co. Ltd.; D. M. Gracie, 
M.B.E. (Member of Council), District Goods 
Manager (Sheffield), L.N.E.R.; P. E. Graefe 
(M), Secretary and Commercial Manager, 
Maidstone & District Motor Services Limited ; 
W. W. Graham, General Manager, Hants & 
Dorset Motor Services Limited ; W. Henderson 
Gray (AM), Consulting Engineer and Marine 
Surveyor; E. W. Greenacre (AM), Royal Mail 
Lines Limited; G D. Greenwood, C.B.E. 
Publicity Manager, Roval Mail Lines Limited ; 
L. C. Greig (M), Permanent Way Engineer, 
Edinburgh Corporation ‘Transport ; R. 6. 
Griffiths, M.C. (M), Transport Manager, J 
Lyons & Co. Ltd. ; W. F. Griffiths (G), Southern 
Railway; R.A. Hardy (AM), Southern Rail 
wav; J. L. Harrington (AM), Divisional Marine 
Manager (Dover), Southern Railway; E. B. 
Hassall (AM), Formerly Assistant to Vice 
President, L.M.S.R.; A. Hastie (M), Transport 
Superintendent, Edmundson’s Electricity Cor 
poration Limited; G. Hatcher (M), Formerly, 
Assistant Manager, Grand Union Canal Com 
pany; T. Hayes (G), Birmingham City Trans 
port; F. L. Hick (G), L.N.E.R.; W. Hickman 
(AM), General Manager, Brush Coachwork 
Limited ; T. N. Hill (S), L.M.S.R.; H. Hopper 
ton (M), Secretary and General Manager, 
Ardrossan Harbour Company; H. Howells 
(AM), Birmingham & Midland Motor Omnibus 
Co. Ltd.; E. B. Hutchinson (M), Formerly 
Chairman and Managing Director, United 
Automobile Services Limited ; F. J. Ivimey (5), 
Southern Railway; H. J. Jewell, Managing 
Director, Nordenfjeldske Steamship Services 
Limited ; H. H. Johns (S), Associated Equip 
ment Co. Ltd. 

Mr. J. A. Kay (M), Editor, Tur RaAILway 
GAZETTE; Sir Sidney Kimber, ].P.; Messrs 
E. A. Kirby (AM), Transport Oflicer, Birming 
ham Electric Supply Department; S. J. W 
Knott (AM), Ministry of Transport; D. A 
Lamb (AM), L.N.E.R.; D. R. Lamb (M), 
Editor, Modern Transport; H. H. Lancaster 
(AM), Chief Traffic Officer, Leeds City Trans 
port; D. P. Larham (G), Edwin Jones & Co. 
Ltd.; S. C. Lightfoot (G), Hants & Dorset 
Motor Services Limited; W. P. Lunn (G), 
Southern Railway; A, G. Marsden (M), 
Supervisor, Cadbury & Fry Joint Transport 
Dept.; H. F. Maynard, Passenger Transport 
Journal; H. Mayes (M), Managing Director, 
White & Co. Ltd.; J. MeDonnell (Member of 
Council), Assistant General Manager, Birming 
ham City Transport; M. G. J. McHaffie (M), 
Docks Engineer (Southampton), Southern 
Railway; G. Mead (G), Southern Railway ; 
J. G. Merriweather (M), General Superinten 
dent, Portof Preston; W. Miller (AM), L.M.S.R 
E. J. Missenden, O.B.E. (Member of Council), 
frattic Manager, Southern Railway; E. W. T. 
Morris (G), L.M.S.R.; H. Mortimore, Ford 
Motor Co. Ltd. ; G. Morton (Member of Council), 
Chief Accountant, L.M.S.R.; J. Morton (AM), 
Managing Director, John Morton & Son Ltd. ; 
Sir Joseph Mall, D.S.O., T.D., D.L., M.P 
(Past President); J. S. Nicholl, C.B.E. (a 
Vice-President), Chief Executive Officer, Me 
Namara & Co. Ltd.; E. E. Northcott (G), 
Southern Railway; A. Oldfield (AM), London 
Manager, John Morton & Son Limited; J. 
O'Leary (G), Great Southern Railways of 
Ireland ; G. Kk. Palmer (AM), Chief Assistant 
Engineer, Crosville Motor Services Limited ; 
H. Parsons, J.P., Chairman, Southampton 
Harbour Board; C. W. Payne, Southern 
Railway; S. P. Pickering (AM), Cheshire 
Lines Committee ; J. Pike, O.B.E. (Member of 
Council), Formerly Goods Commercial Manager, 
L.M.S.R.; R. G. Pittard (Member of Council), 
Traffic Manager, bristol Tramways & Carriage 
Co. Ltd.; G. J. Ponsonby (A), London School 
of Economics ; O. C. Power (a Vice-President), 
lraffic Manager, Birmingham & Midland Motor 
Omnibus Co. Ltd.; W. H. J. Pyne (AM), 
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Formerly Assistant Transportation Superin- 
tendent, Great Indian Peninsula Railway. 

Messrs. L. T. Richards (G), Southern Railway ; 
J. F. Roberts (G), Manchester Corporation 
Transport ; M. D. Robinson (Member of Council), 
District Locomotive Running Superintendent 
(Neasden), L.N.E.R.; D. Ross- Johnson, C.B.E. 
(Former Vice-President), Formerly General 
Manager, Port of Bristol; A. W. Satchell (G), 
L.N.E.R.; C. C. Sharp (AM), General Manager, 
Southampton, Isle of Wight & South of England 
Royal Mail Steam Packet Co. Ltd.; J. A. 
Sharpley (G), Southern Railway ; H. A. Short, 
M.C. (M), Assistant Docks and Marine Manager, 
Southern Railway; W. J. Sinclair (AM), 
Southern Railway ; G. C. Smith (G), L.N.E.R. ; 
Capt. F. G. Spriddell, R.D., R.N.R. (M), 
Chief Marine Superintendent, Royal Mail 
Lines Limited ; H. Spurrier, Managing Director, 
Leyland Motors Limited; W. F. Steel (AM), 
Chief Marine Assistant to Divisional Marine 
Manager (Southampton), Southern Railway ; 
R. J. Stranger, M.C., Chairman, Southampton 
Municipal Airport Committee ; E. H. Targett 
(G), Canadian National Railways ; F. G. Thaw, 
Manager (Southampton), Canadian Pacific 
Railway Company; P. M. A. Thomas, Motor 
Transport and Bus and Coach; W. G. Tilling, 
The Locomotive; W. T. Underwood (AM), 
Chairman and Governing Director, Underwood 
Express Services Limited ; W. T. Venton (M), 
Formerly Divisional Commercial Manager 
(Western), Southern Railway ; H. A. Watson, 
C.B.E., M.V.O. (Former Vice-President), For 
merly General Superintendent (North Eastern 
Area), L.N.E.R.; W. E. Watts (G), L.M.S.R. ; 
\. J. Webb (AM), Superintendent (Outdoor), 
London Passenger Transport Board (Railways) ; 
G. W. Whatton (AM), Assistant District 
Engineer (York), L.N.E.R.; R. M. Wheatley 
(AM), L.N.E.R.; G. K. Whiffen (S), J. J. Allen 
Limited; E. G. Whitaker (AM), General 
Manager, A. J. Gupwell Limited ; C. J. Wield, 
(G), L.N.E.R.; E. W. Willis (M), Editor, 
World’s Carriers ; W. A. Winson (M), Chairman 
and Managing Director, S.P.D. Limited ; 
N. F. Wisely (S), Wm. Wisely & Sons Limited ; 
E. R. Woollatt (G), G.W.R.; W. Donaldson 
Wright (A), Managing Director, Donaldson 
Wright Limited ; W. Youle (G), L.N.E.R. 

Messrs. A. Winter Gray, Secretary, Institute 
of Transport; F. W. Crews, Assistant Secre 
tary, Institute of Transport 














Retired Railway Officers 
Society 

The summer outing took place on 
fuesday last, June 20, when a party of 
members and their ladies, numbering 
about 60, (accompanied by the Presi- 
dent and Mrs. Pike) travelled to Weston- 
super-Mare by the 9.15 a.m. from 
Paddington. On arrival, motor coaches 
were waiting to take them to Cheddar, 
over the Mendips and through the 
famous Gorge. An hour or so was spent 
in inspecting the celebrated caves, 
which, by reason of the earlier holiday 
season this year, were crowded with 
visitors. The return journey to Weston 
was made via Axbridge and Bleadon, 
and a short time was spent on the sea 
front before leaving by the 5.18 p.m. 
train. 

By the courtesy of the Great Western 
Railway, travelling facilities were grant- 
ed to the party, and two dining cars 
were attached to the trains for their 
accommodation. This added consider 
ably to the comfort of the party, 
enabling the participants to take lunch 
on the outward journey and dinner on 
the return without leaving their seats, 
a convenience which was much appre- 
ciated by all. A meed of praise is also 
due to the Honorary Secretary, Mr. A. S. 
Mills, for his excellent organisation of 
the day’s outing. 








1042 


STAFF 


Irish Railway Wages Board 
fhe Irish Railway Wages Board, 
sitting in Dublin on June 14, ad 


journed, until a further sitting of the 


board between September 30 and 
November 30, an application on behalf 
of all the employees of the Belfast & 
County Down Railway he applica 
tion was made by the three railway 
trade unions—the National Union of 
Railwaymen, the Associated Society of 
Locomotive Engineers & Firemen, and 
the Railway Clerks’ Association, 

Mr S D Watters, General 
Organiser in Ireland of the National 
Union of Railwaymen, in evidence, 
gave details of the rates of wages and 
the cost of living in Northern Ireland 


He said that in one instance a man 


with himself and four children’ to 
support had £2 Os. 9d. a week in 
wages. At the same time a man out 


of work in similar circumstances could 
receive 42s. a week benefit, so that the 


man employed on the Belfast & 
County Down Railway was receiving 
Is. 3d. a week less than he would re 
ceive if idle ‘ All members feel it is 
essential that some improvement 
should be made in the conditions in 
which we live,’’ said Mr. Watters. 

All the sacrifices they have been 


making have not produced a remedy, 
but have simply prolonged the problem 
and possibly prevented steps from 
being taken by the authorities earlier.’ 

Replying for the company, M1 
W. F. Minnis, the General Manager, 
said that since 1925 they had been 
unable to pay any dividends’ on 
preference or ordinary stock, excepting 


the 44 per cent. ‘‘ A preference for 
the latter half of each year from 1927 
to 1938 Phere remained at the end 


of 1988 a contingent liability on the 
company of more than £160,000 in 
respect of 5 per cent. 
preference stoc k, 


cumulative 
which must be met 
before it would be possible to pay any 
dividend on the 4 per cent. preference 
or ordinary stock 

Mr. W. E. Wylie, K.C., the Chairman, 
innouncing the decision of the board, 
said he wished to make it perfectly 
clear that the present rate of wages 
paid, being a 10 per cent. cut on the 
ordinary rate, was a temporary one 
only, arrived at because of the extreme 
necessities of the company. The 
board was satisfied that the company 
was not in a financial position to re 
store any portion of the cut at present 
As the entire question of transport in 
Northern Ireland was now under con 
sideration, the board adjourned the 
application. 


Building Industry Supplementary 
Unemployment Insurance Scheme 


[he formal enquiry into the Build 
ing Industry Supplementary Un 
employment Insurance Scheme, which 
has been submitted to the Ministry 
of Labour by the National Joint 
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AND LABOUR MATTERS 


Council for the Building Industr 
recorded in our issue of March 
still proceeding, and reached its fif 
teenth day of hearing evidence on 
June 16. At the previous hearings 
evidence has been given by a _ large 
number of objectors to the proposed 
scheme, including the London Passen- 
ger Transport Board. At the hearing 
m june 16, the Chairman said’ that 
letters had been addressed to the 
Minister of Labour by objectors who 
are not appearing, and these were read 
in order that Mr. Sparrow, who is 
appearing on behalf of the National 
Joint Council for the Building Indus- 
try, might comment on them if he 
thought fit when he replied to the 
other objectors. 

Among the letters which were read 
was one from the Aire & Calder Navi 
gation, and one from the Railways 
Staff Conference, representing the four 
main-line railway companies. he 
Aire & Calder Navigation stated that, 
like the railway companies, it was a 
common carrier engaged on_ similar 


y, as 
17 


Is 


public service by water to that which 
the railways were rendering by rail, 
and it pressed for the exclusion from 
the scheme of that section of its em 
ployees who would otherwise be in- 
cluded therein. 

[Ihe memorandum from the Rail 
ways Staff Conference stated that the 
railway companies took the strongest 
objection to that provision in the draft 
scheme for compulsory insurance 
against loss of pay resulting from wet 
time, which would involve the inclu 
sion of a section of their employees. 
[he memorandum pointed out that the 
workmen engaged in operations com 
mon to the building industry form an 
integral part of the shop staff of the 


railways, and cannot” properly — be 
separated from the rest. of the shop 
staff They are covered, in common 


with all other railway workshop staff, 
by a machinery of negotiation agreed 
between the railway companies and 
the trade unions, details of which were 
given. 

Attention was drawn to the differ 
ences in the conditions of service of 
railway shopmen (including those en- 
vaged on building work) and_ those 
applicable to the building industry 
proper, and it was urged that any 
alteration in the rates of pay and con- 
ditions of service of railway shop staff 
was a matter between the railway 
companies and the trade unions, and 
not for an outside body. It was stated 
that it is not the practice in the ser 
vice of the railways to make any de- 
duction from pay in respect of wet 
time, and there is thus no occasion in 
their service for any such scheme as 
that now proposed in the building in 
dustry. There can be no justification 
for the compulsory imposition of such 
a scheme upon the railway companies 
and for the compulsory extraction of 
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premiums from the railway com; 
and their employees in order to pr 
an alleged insurance against a 

existent risk. In the event of the M 
ter of Labour making a draft ord 
give statutory force to a schems 
compulsory insurance against los 
pay resulting from wet time, it 
urged that the terms of the order 0 
to be such that the four mai: 
railway companies are excluded 

its operation. 


Amalgamated Engineering Unio 
Conference 


After dealing with the questior 
wages, as announced in our issue 
week, the National Committee of 
Amalgamated Engineering Union 
tinued its meeting throughout 
week, during which it considered 
large number of subjects, including 

Semi-skilled Workers.—During 
discussion of this subject it was point 
out that modern methods of prod 
ing motors, armaments, and. aircr 
as applied in some of the new factor 
put up in the last two or three ye 
for the British rearmament _ pri 
gramme, make extensive use of the les 
skilled worker who, not having bei 
through the long apprenticeship of th 
engineering craftsman, cannot clair 
the craftsman’s privileges and rates ot 


pay. One member of the committe: 
said, ‘“ We must put up the wages ot 


the semi-skilled man so high that the 
employers will employ skilled men 
We want to make the price of semi 
skilled men so exorbitant that the em 
ployers will not want any.”’ The 
same member moved a_ resolutic 
which was carried, asking the executive 
to do something to get the union's 
previous decisions on the question put 
into effect—referring particularly to a 
decision of last year to negotiate for 
a basic minimum rate for “‘ production 
workers "’ of 90 per cent. of the full 
engineers’ rate. An engineer from thx 
railway workshops at Derby com 
mented that the matter was getting 
daily more serious as machine tools 
were more extensively introduced into 
industry and were ousting the crafts 
man fitter. In the biggest works in 
Derby, he said, this process had gone 
so far that the management was having 
to find. work on machines for the 
fitters. Although Mr. Little asked it 
to leave the matter to the executive, 
the committee adopted a_ resolution 
dealing more specifically with the 
machine operator It instructed the 
executive to press for a definition of 
the machine operator's status, to be 
accompanied by agreed rates of wages, 
and to include a system of apprentice 
ship for this type of worker. 
Apprentices.—In a discussion on the 
problem of apprentices, allegations 
that the industry was being flooded 
with boys who were being exploited by 
the employers, were denied by the 
President, Mr. Little, who declared, 
‘“ The boys are not there to exploit.” 
There was, he said, an annual shortage 
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250,000. The birth 
te records that until 1942 
re would be a limit to the number 
boys to be exploited and that limit 
really an alarming one.” 
spite Mr. Little’s intervention, how 
r, the committee carried a 
1 instructing the executive to reach 
agreement with the employers to 
iit the number of apprentices in the 
lustry in proportion to the number 
journeymen 
Dilution of Labouy It was decided 
32 votes to 8 to approach the 
inister of Supply and the engineer 
employers to discover the exact 
ctent of the expansion of 
industry and to arrange on what 
ms the workers in the industry 


boy labour of 
showed 


Was 


resolu 


prop sed 
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should co-operate. The resolution was 
as follows: 

Chis national committee instructs the 
executive committee to continue to 
oppose all forms of dilution until such 
time as the whole of the available skilled 
engineering workers are absorbed in the 
industry on full time employment. In 
order to assist in the provision of the 
means of defence, the executive be 
authorised to meet the Minister of Supply 
and the employers to ascertain the ex 
tent of the proposed expansion of the in 
dustry and to instruct the district com 
mittees on the steps necessary to protect 
our trade union rights in order that on 
a return to normal times we may resume 
the recognised and normal practice of 
the industry.”’ 


Arvmament Work in Railway Work- 
shops.—A_ suggestion was made that 
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the Government should be urged to 
place armament work in the railway 
shops. An amendment was moved 
that the question be referred to the 
executive for its early and exhaustive 
consideration, and this was carried by 
21 votes to 18, with one neutral. 
Strong complaints were made that the 


railway engineering shops had_ been 
working on short time for over 10 


years and had not been given a share 


of armament work. Mr. R. Platt 
(Crewe) said that if armament work 
were transferred to the railway shops 
they might not hear so much from 
railway shareholders about having no 
profits. The railway companies had 


never asked for a square deal regard 
ing armaments. 








** Cerferiada ” 
Roumania Celebrates the 70th 


Roumania 
granted to 
Barkley, on Sep 
page 526 of our 
tober 4, 1935, The line was 
ened between 3ucharest and 
distance of 70 km., on 
October 19, 1869, and, as the 70th 
iniversary falls this year, celebrations 
re held in Roumania from June 10 
June 12, rhe coincided 
ith a great display of the Strajeri or 
y scouts of the Roumanian Railway: 

h have their own schools and youth 
reanisations for the children of their 
taft Che youth festival was attended 
representatives from the youth 
france, Germany 
Jugeslavia, and 
Deputy Chici 
with Lady Somers. 
European railway sys 
sent delegations, were thi 
sts of the Roumanian Railways. 
French delegation was headed by 

I. Renard, Director of the Eastern 
Region; the German delegation by Dr. 


Che first 
result of a 
Englishman, 
iber 1, 1865 


railway in was 


concession 
.* 
(see 


issue). 


nurgevo, a 


occasion 


ranisations ot 


lialy, Turkey, 
vhere, and Lord Somers, 


else 


uit, was present 
Many of the 
who 


tems 


!cibbrand, Director cf Operating” and 
Engineering; the Swiss Federal by M 
aschoud, Director General; and_ the 


Ponticelli, Administra 
tive Councillor. In addition there were 
representatives from Belgium, Poland, 
Turkey, Greece, and Jugoslavia, while 
Mr. KF. J. Wymer, Assistant Continental 
Superintendent, represented the 
~outhern Railway 

On June 10, in glorious weather, a 
vreat display, attended by H.M. King 
Carol Il, to whom the delegates were 
presented, held in a large new 
stadium near the North station of 
Bucharest. The stadium, of reinforced 
oncrete construction, contains a sports 
field for the use of the railway sports 
irganisations and the space beneath the 
tiers of seats was used to house an 
extensive exhibition showing the pro- 
sress of every phase of the Roumanian 
railway system. 

On the arrival of the King a religious 
service was held in the middle of the 


Italian by Dr. 


was 


in Bucharest 
Anniversary of its Railways 


stadium, attended by the principal 
oificers of the Government. The rail 
way administration was represented by 
chief officers, including the General 
Manager, M. Macovei, and _ his 
tants; the Chief of the Traffic Depart 
ment, M. Zarifopol; and the Chief of the 
Commercial Department, M. Miclescu. 
The King then made a tour of the 
exhibition while a grand display by the 
Strajeri delighted the huge audience. 
The proceedings closed with a march 
past ’’ of trains on a _ specially con 
structed line, and as the eariy forms of 
lccomotives, carriages, and wagons were 
followed by the latest streamlined steam 
diesel and 
a very clear picture of 


assis 


locomotives, 
lits vehicles, 
development was obtained 

On Sunday, June 11, the delegates 
were taken to the Carpathian resort of 
Sinaia, where they visited the baroque 


ca;rs, wagons 


palace of King Carol I, and later the 
oil refinery at Brazi. On the next day 
a visit was paid to the Malaxa works 
where the most modern rolling stock is 
constructed, and later in the day the 
King, with religious observance, de 
posited a parchment in the foundaticns 
of the new central railway administra 
tion buildings in course of erection at 


Bucharest Nord. This building, of 
which the steel frame has been com 
pleted, is of vast proportions, being 
of no less than 11 storeys, and will 


house a staff of 4,500. It was of in 
terest to note that the whole of the 
steelwork is welded. On the two suc 
ceeding days the foreign delegations 
were taken to the mouth of the Danube 
where they were able to sce something 
of the remarkable bird life of that vast 
swampy area, abounding in 
pelicans, wild geese, and ducks, and to 
see the catching of sturgeon and pre 
paration of caviare. Throughout, the 
proceedings gave evidence of very care 
ful organisation 


storks, 








QUESTIONS IN 


Occupational Crossings 

Sir William Edge 
Lib.), on June 20, asked the Minister 
of Transport if he could state the 
approximate number of occupational 
railway crossings in Leicestershire and 
the proportion of them which was pro- 
vided with gates. 

Captain Euan Wallace (Minister of 
[fransport): There are 252 occupation 
level crossings on the L.M.S.R. and 
the L.N.E.R. in Leicestershire; all ar- 
provided with gates. 


(Bosworth—Nat. 


Increase in Fares 

Mr. R. W. Sorensen (Leyton, W. 
Lab.), on June 21, asked the Minister 
of Transport whether he had any 
statement to make respecting the de- 
putation which he had received con- 
cerning the recent increase in fares in 
the London area; and whether he indi 
cated to that deputation any action 
he proposed to take to remove griev- 
ances and to protect the travellers. 


PARLIAMENT 


Captain Wallace: I 
to send a considered reply to the re 
presentations made by the deputation. 
In the meantime I cannot add to the 
agreed note of the proceedings. 

Mr. Sorensen: Does the Minister not 
think that members of this House 
should have an opportunity of seeing 
his reply? 

Captain Wallace: Hon. members 
will have an opportunity of reading 
the reply which I make to the deputa- 
tion. 

Mr. Sorensen: Should it not be made 
available to members of this House, 
considering the resentment there .is in 
the outlying areas in regard to this in 
crease of 5 per cent. in fares? 

Captain Wallace: Surely the best 
thing is for the public to read what I 
am going to say to this deputation, 
which, I understand, is representative 
of all people interested. 

Mr. V. La T. McEntee (Waltham- 
stow West—Lab.): Will not the Minis 


have promised 
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ter consider publication subsequently ? 
They might not publish it. 

Captain Wallace: I do not think 
there is any doubt that they will pub- 
lish it. If they do not, I will. 


Caravan Coaches 

Mr. Roland Robinson (Blackpool— 
C.), on June 21, asked the Minister of 
Transport whether he was aware that 
the railway companies were providing 
camping facilities by the conversion of 
railway coaches into what they termed 
caravan coaches, which were placed on 
railway sidings; and whether he would 
enquire if the railway companies were 
being charged rates on these carriages 
by the local authorities of the districts 
in which these arrangements’ were 
made. 

Captain Wallace: I am informed by 
the railway companies that rates are 
payable in respect of the caravan 
coaches referred to, inasmuch as the 
charges for such coaches are included 
in the net receipts upon which the 
assessments of railway undertakings are 
based. 

Alterations to Glasgow Bridges 

Mr. J. J. Davidson (Glasgow, Mary 
hill—Lab.), on June 21, asked the 
Minister of Transport if he could make 
a statement with regard to the safety 
alterations affecting the Maryhill Road 
and Bilsland Drive bridges, Maryhill. 

Captain Wallace: I am informed that 
the Glasgow Corporation is making bore 
holes at the site with a view to deter- 
mining the design for the aqueduct 
carrying the Forth & Clyde Canal over 
Maryhill Road, but that it will be 
several months before plans and esti 
mates are ready. Pedestrian crossing 
places have been laid down to the east 
ind west of Maryhill bridges so as to 
increase the safety of pedestrians cross 
ing to the footpath on the north side. 
As regards Bilsland Drive bridge, I 
would refer the hon. member to the 
reply which my predecessor gave him 
on March 28, 1938. 

Mr. Davidson: In view of the very 
dangerous state of the Maryhill Road 
bridge, will the Minister take every 
step he can to expedite the alterations. 

Captain Wallace: I do not think it 
is altogether a matter for me. It is a 
matter for the local authority. I am 
doing my best. 


Parliamentary Notes 


Southern Railway Bill 

This Bill was reported, without 
amendment, from the Unopposed Com- 
mittee of the House of Lords, on June 15. 
It was read the third time and passed 
in that House, on June 20, and now 
awaits the Royal Assent. 


London Transport Bill 

Three petitions, from the Gas Light & 
Coke Company, the Metropolitan Water 
Board, and the Wanstead & Woodford 
Corporation, respectively, have been de- 
posited in the Private Bill Office of the 
House of Lords against the London 
Passenger Transport Board Bill, which 
was read a second time yesterday. 
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NOTES AND NEWS 


Brazil Great Southern Railway. 
The Brazil Great Southern Railway 
Company 6 per cent. first mortgage 
debenture holders’ committee has 
changed its address to 68, King William 
Street, E.C. 


Industrial Transport Association 
Congress.—The annual national con- 
gress of the Industrial Transport 
Association is to be held in Norwich 
from June 25 to 28, under the presidency 
of Sir Herbert Matthews. 


Accident in Sudetenland. — An 
accident at Mittelgrund station, near 
Bodenbach, on June 15, when a German 
State Railway passenger train collided 
with a signal box, is reported to have 
resulted in the death of 13 passengers 
and some 20 injured. 


New Marine Station at Calais. 
M. de Monzie, the French Minister for 
Public Works, formally opened the new 
Marine station at Calais on June 18. 
Work upon the improvements and 
enlargements was begun in 1930. M. 
Guinand, Chairman of the National 
Railways Company, subsequently ad- 
dressed representatives of the Southern 
Railway who had attended and ex- 
pressed his gratitude at the financial 
effort of their system towards estab- 
lishing the Dover-Dunkerque ferry 
route. 


Machine Tools at St. Rollox 
Works, L.M.S.R.—In the article on 
this subject which appeared on pages 
660 and 661 of our issue of April 21, 
reference was made to a special machine 
made by Kendall & Gent (1920) Limited 
for turning and screwing locomotive 
boiler tubes. It was stated that the 
headstock is fitted with two spindles, 
one of which carries a Herbert tangential 
diehead. Our attention has now been 
drawn to the fact that the diehead was 
of Kendall & Gent’s own patented 
design and manufacture and not a 
Herbert diehead. The maker of this 
machine tool never fits to any of its 
screwing machines dieheads other than 
those of its own production. 


Collision at Havant between 
Southern Electric Trains.—On Satur- 
day, June 17, traffic on the main line 
from Waterloo to Portsmouth and the 
Isle of Wight was considerably delayed 
as a result of a collision at Havant, 
where the Direct line is joined by the 
Coast line from Brighton. At 1.8 p.m., 
the 11.45 a.m. fast electric train from 
Waterloo to Portsmouth collided with 
the 12.36 p.m. Chichester to Portsmouth 
train. Three passengers had to be taken 
to hospital. The front of the Waterloo 
train collided with the side of the second 
of the two vehicles composing the 
Chichester train. Three coaches were 
derailed and the footbridge spanning 
the line near the junction was damaged. 
Temporary services were arranged be- 
tween Portsmouth and London via 
Eastleigh and between Havant and 


Portsmouth. Bus services were 
tuted between Havant and Peters 
in connection with trains bet 
Portsmouth and London, and 
between Havant and Bosham in 
nection with trains to and from 
South Coast. The line was clear 
about seven hours. 


Air-&-Car Service between De hi 
and Simla.—A Reuters message 
Simla states that communication 
tween Simla, India’s summer ca; 
and New Delhi, the winter capital 
to be speeded up by an air-and 
service to be run by Indian Nati 
Airways. This will reduce the tim« 
the journey from 14 hours to about 
but the former, by rail, is mosth 
night. Planes will leave Delhi 
Kalka, at the foot of the hills, three d 
a week, and from there the rest of 
journey will be by car. 


Annual Review of Railw: 
Charges.—The President of the R 
way Rates Tribunal on June 15 on 
completion of its annual review of t 
standard and exceptional charges 
the four amalgamated railway coi 
panies announced that there had _ be: 
no evidence to enable the Court 
conclude that any modification 
charges would enable the railway cor 
panies in the present circumstances 
secure additional net revenue. In du 
course the Court would give its decisi 
in writing on the matters submitte: 
to it. 


The Eastern Belle Pullman.— 1} 
L.N.E.R. announces that the Easte 
Belle Pullman express, which durin; 
the months of June to Septembe: 
makes journeys from Liverpoool Street 
to various East Coast resorts, resumed 
running on June 18. Five-day season 
tickets, available Mondays to Friday 
inclusive, enabling the traveller t 
visit five different holiday resorts in a 
week, cost 26s. 3d. third and 39s. 6d 
first class, including Pullman supple 
ment. The resorts visited compris« 
all principal seaside towns from Clacton 
to Hunstanton, as well as Skegness and 
the Norfolk Broads. 


East Finchley Alterations, 
L.N.E.R.—On Sunday last, June 18, 
the High Barnet branch trains of the 
L.N.E.R. were diverted to the new 
tracks which have been constructed 
round the outside of the platforms at 
East Finchley, L.N.E.R. The existing 
tracks between the platforms have been 
temporarily closed to permit the replace 
ment of the bridge over the Great North 
Road at the London end of the station. 
From the same date electric trains 


of the London Passenger Transport 
Board began trial running between 


Archway (the previous Highgate ter- 
minus of the Northern tube) and East 
Finchley ; this is the first appearance 
of tube stock above ground at Finchley. 
Part of the new electric signalling at 
East Finchley was also brought into use. 
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RAILWAY AND OTHER MEETINGS 


British Electric Traction Co. Ltd. 


‘he ordinary general meeting of the 
tish Electric Traction Co. Ltd. was 
at Winchester House, Old Broad 
et, E.C., on June 16, Mr. J. S. 
sten, Chairman of the company, 
siding. 
[he Assistant Secretary (Mr. R. P. 
idow) read the notice convening the 
ting and the auditors’ report. 
fhe Chairman, in moving the adop- 
of the report and accounts, said 
it the company’s profits increased 
£36,000 during the year, and that 
ire would have been more like 
16,000 had it not been for the 6d. in- 
ise in the rate of income tax. They 
not approached the phenomenal 
in profits of last year, but he 
ght say they had got reasonably 

r to it. If one were to buy £1090 

the company’s deferred stock at 

price of a thousand, and if the 
mpany were to discontinue its 
stom of giving a stock bonus every 

r and to distribute its income in 
sh, there would be enough to pay 
89d. per cent. upon the cost of the 

k He had more than once told 
em that the market price of their 
ck was more than represented by 

value of their assets, but he had 
ever before told them that the price 
their stock was justified by the in- 
me of their company. A man who 
iginally held £190 of that stock and 
| kept every bonus that had been 
lared now had £570 of stock which 
is worth more than £5,700, and he 
is getting 28 per cent, free of tax on 

s £100 in cash. In that price the 
rospects of the company were not dis- 
unted, or as they should more 
properly say, no account was taken of 

increase in profit or dividend- 
vhich was practically what Dr. John- 
on called with greater dignity and 
ore felicity ‘‘ the potentiality of 
vealth.”’ 

[The company’s year had coincided 
vith a most momentous year in 
olitics, but when the history of buses 
ime to be written he expected the 
\istorian would say no more than that 
thing important happened; and yet 
there had been one event which was 
f considerable bearing on the future 
f their company. Considerable atten- 
tion had been drawn to the affairs of 
the London’ Passenger Transport 
Board, which must now be written 
down as a failure. The unfortunate 
people who were bought out and who 
vere paid in stock had not received 
the dividend which they were prac- 
tically promised, and the public had 
to pay more in railway fares, so that 
it might be said that everyone was a 
little worse off than they were before. 
[t was only on the preceding day that 
. deputation of those people who had 
to pay higher fares was received by 
the Minister of Transport. He.had not 


yet given his answer to that deputa 
tion, but one thing he (the Chairman) 
did not think the Minister would point 
out was that one of the main reasons 
for forming this board was that it 
should result in cheaper travelling. 
It was a serious matter to many people 
who had bought small houses and esti- 
mated that their weekly budget to the 
City would always cost them the 
same, now that they had to pay more, 
because their weekly budget was so 
delicately balanced. All this had 
happened in spite of the fact that the 
board had as competent a management 
as it was possible to find in England, 
and almost certainly better than it was 
ever likely to have in future. 

He (the Chairman) was himself a 
straphanger on the Central London 
tube, and as nearly as he could tell 
the management of that tube was 
If the board had been a success 
almost certainly have 
somebody or other 


ideal. 
it would 
happened _ that 
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would have put forward the proposal 
that the whole of England should be 
divided up under three or four boards, 
in which case their companies would 
all disappear. The reason for the Lon- 
don Transport failure was a_ very 
simple one, and that was that the con- 
cern was too big. There was a very 
prevalent idea that these huge con- 
cerns resulted in efficiency and 
economy, whereas exactly the reverse 
was the case. This was probably true 
also (although there were other fac- 
tors), in the case of our main-line rail- 
ways. He sincerely hoped their new 
deal would be a success, although he 
failed to see how with their present 
highly centralised organisation they 
would be able to derive full benefit 
from it. 

The Chairman hoped he had said 
enough to put in shareholders’ minds 
a grave distrust of what amounted to 
nationalisation of industry. In the 
absence of politics and general risks, 
however, he saw no reason why they 
should worry about what their income 
was going to be during the current 
year. 

The report and 
unanimously adopted. 


accounts were 


Great Western of Brazil Railway Co. Ltd. 


The annual general meeting of the 
Great Western of Brazil Railway Co. 
Ltd. was held at River Plate House, 
South Place, E.C.2, on June 21, Mr. 
W. M. Codrington, Chairman of the 
company, presiding. 

The Secretary (Mr. F. O. Ellis) read 
the notice convening the meeting and 
the auditors’ report. 

The Chairman, in moving the adop- 
tion of the report and accounts, said 
the remarks he had proposed to make 
at the meeting had been circulated to 
shareholders, with whose consent he 
proposed to take them as read. This 
was agreed to by the meeting. 

The speech expressed the regret of 
the board at the death since their last 
meeting of Mr. G. H. H. Harrison, who 
had been a Director since 1928 and 
Chairman for the last five years. 
Another loss had been sustained in the 
death of the Hon. Philip Henderson, 
senior partner in the company’s firm of 
consulting engineers. 

Results for the year were poor, and 
little better than those for 1937, al- 
though an excellent sugar crop for 
1938-9 did something to improve them. 
At the same time expectations of this 
increased traffic involved the company 
in additional outlay on the acceleration 
of repairs to locomotives and wagons 
This was resulting in an improved stan- 
dard of rolling stock maintenance that 
brought the company within sight of a 
reduction of expenditure in_ the 
Mechanical Department. 

Lorry competition had helped to 
lower earnings, and reduced rates to 
meet the situation caused average 


currency receipts per ton-kilometre to 
fall. However, energetic steps had been 
taken by the management and_ the 
competition was not so keenly felt as 
it had been. The operating efficiency 
of the line was still being increased. 
Receipts for the current year were on 
the up-grade and an even better sugar 
crop was expected in 1939-40. Takings 
in milreis might increase, but sterling 
could still be obtained only in respect 
of materials imported into Brazil. 

The report and accounts were unani- 
mously adopted. 








Forthcoming Meeting 


June 28 (Wed.)—Mexican Railway Co. 
Ltd. (Ordinary General). Winchester 
House, Old Broad Street, E.C., at 
2.30 p.m 








Forthcoming Events 


June 30 (Fri.).—East Indian Railway Officers, 
at Trocadero Restaurant, Piccadilly Circus, 


London, W.1, 6.30 for 7 p.m. Annual 
Dinner. 
July 1-6.—Permanent Way Institution, at 


Hull. Summer Convention. 

July 4 (Tues.).—Institution of Electrical Engi- 
neers, at Natural History Museum, South 
Kensington, London, S.W.7. Annual Con- 
versazione. 

July 6-8.—Institution of Civil Engineers, at 
Birmingham. Summer Meeting. 

July 8 (Sat.).—Stephenson Locomotive Society 
(Midlands-Northern). Visit to Industrial 
Railways, County Durham. 

Aug. 19 (Sat.).—Stephenson Locomotive Society 
(London), 10 a.m. Visit to Crewe Works, 
L.M.S.R. 

Aug. 26 (Sat.).—Institutions of Civil and Mech- 
anical Engineers. Visit to United States 
and Canada, 
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RAILWAY AND OTHER REPORTS 


Greenwood & Batley Limited. 
lhe directors recommend a final divi- 
dend on the ordinary shares of 12 per 


cent making a total of 15 per cent. 
for the vear ended March 31, 1939. 
lor the previous vear the total distri 
bution on the ordinary shares’ was 


15 per cent., including a bonus of 5 per 


cent 

General Electric Co. Ltd.—Profits 
for the vear ended March 31, 1939, 
amounted to 41,776,099 (against 


£799,934 
total of 
\fter 


1,772,181 adding 


and 

brought forward gave a 
2,576,033, against £2,521,475 
deducting £380,492 for depreciation, 
‘4,800 for directors remuneration, con 
tributing 462,057 to pension fund, trans 
ferring £430,000 to taxation reserve and 
100,000 to reserve, and paying prefer 
dividends amounting to £182,700 
there remains an available balance of 
41,415,984 The directors again recom 
a dividend on the ordinary stock 
the vear (/304,382), 


ence 


mend 
of 10 per cent for 


and a bonus of 10 per cent. (£304,382), 
leaving £807,220 to be carried forward. 
Profits for the year created a fresh re- 
cord. The works have been fully em- 
ployed. The inflow of orders, although 
not reaching the peak of the previous 


vear, has been on a satisfactorv level. 
The volume of overseas business has 
again increased and established a new 


record, and the branch companies have 
had a successful vear’s trading, with the 
exception of China The tendency of 
to manutacture their 
own requirements is forcing the com 
pany to consider the establishment of 
factories in territories. 


overseas markets 


some 


Butterley Co. Ltd.—Net profits for 
the vear to March 31, 1939, amounted 
to £146,105, compared with £173,654 for 
1937-38. It is proposed to pay a final 
dividend of 5 per cent., tax free (against 
6 pe tax free), on the ordinary 
stock, making a total of 6§ per cent. 
tax free for the year, against 8 per cent. 
tax free for the previous year 


cent 
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London and North Eastern Railway 


Sgt gee Is HEREBY GIVEN that 
a the Directors have fixed 3rd July, at 














lucted in 


CONTRACTS 
Locomotives for Ceylon 


G. Bagnall Limited has received 
ler from the Crown Agents for 
Colonies for three 4-8-0 type loco 
es and tenders for 5 ft. 6 in 


service on the Cevlon Government 


Rolling Stock for Turkey 


furkish State Railwavs Adminis 
recently placed with Metro 
Cammell Carriage & Wagon Co 


contract for the supplv of 300 
{ steel hopper wagons of special 

r the iron 
coal for the steel 


at Ikarabuk. 


convevance of ore 
Government 


lhe approximate 


the order is £500,000 Che 
tiations which resulted in the 
of this important order wer 


\nkara by a Metropolitan 
ell representative acti 
group of British rolling 

lers in whose works the wagons will 


ig on behalf 


Sto k 


yuilt In addition to the Metro 
tan-Cammell Company, which will 


main contractor, the group pat 
in the contract consists of 
her concern in the Midland 
Birmingham Railway Carriage & 


area, 


Wagon Co. Ltd., and two Scottish ones, 
Hurst, Nelson & Co. Ltd. and R. Y 
Pickering & Co. Ltd As in the case 

.e orders, totalling about £1,000,000 

locomotives, which the Turkish 

( ernment also recently placed with 
British builders, the order for wagons 
be dealt with under the terms of 
\nglo-Turkish Guarantee Agree- 

nt arranged between the Turkish and 
British Governments in May last vear. 
Brief reference to this order for wagons 
made in THE RAILWAY GAZETTE for 

\ 19, 1939, page 842, and details of 
locomotive order were given in the 

ie for April 14, 1939, page 634. 

(he North British Locomotive Co. 
Lt has received an order from the 
Crown Agents for the Colonies for one 
locomotive boiler, for the Nigerian 
| ulway. 

G. H. Sheffield & Co. (Engineers) 
ltd. has received an order from the 


Crown Agents for the Colonies for the 


AND TENDERS 


supply of 22 Sheftield-Twinberrow stan 
dard passenger bogies, 5 {t. 6 in.-gauge, 
fitted with Framwel axleboxes, and 
12 new type Sheffield-Twinberrow 40-ton 
eauge, fitted 
the Cevlon 


wagon bogies, 5 ft. 6 in 
with Framwel axleboxes for 


Government Railway 


Locomotive Boilers for India, 
Ceylon and Africa 
The North Western 


has placed orders for a 


Railway of India 
total of 46 loco- 


motive boilers divided as follow : Vulcan 
Foundry Co. Ltd. 20 SES class 
eight SG class, two ‘‘ XA class 
and one X¢ class North British 
Locomotive Co. Ltd is “HGS 


class 


Indian Railway Adminis 
tration has placed orders for a total of 
34 locomotive boilers divided as follows 
North British Locomotive Co. Ltd 

five ‘‘HPC/1,” six ‘‘HP/S,’’ and five 
“HG/( Robert Stephenson & 
Hawthorns ‘SG/S”’ and 
SIX SG ( Werkspoot 


mM. > oe PC /I 


( lass 
Limited : 


class a 


Six 
and 


class 


Hawthorns 
orders from the 
the Colonies for 
0-6-2 


Stephenson &« 


Robert 
Limited 
Crown 


received 
for 


has 
\gents 
two boilers for 
Cevlon Government 
locomotive boilers for 
Railway 


locomotives, 
Railway and three 
the Nigerian 


Bridge Contracts in Connection 
with L.N.E.R. Electrification 
In connection with the L.N.E.R. 
London area electrification the 
Essex County Council has placed con- 
tracts for bridges, in replacement of 
level and for other 
crossing the L.N.E.R. as follow 
W. C. French Limited : Construction 
of reinforced concrete viaduct over rail- 
way at Theydon Bois; construction of 
reinforced concrete bridge over railway 
at Roding Valley Halt ; and construc- 
tion of steel girder footbridge over rail- 
way near Buckhurst Hill. 
William Jackaman Limited: 
struction of viaduct over railway and 
pedestrian subway under railway near 
Woodford. 


work, 


works, 


crossings 


Con- 


PPLICATLONS from qualified candidates SUPERINTENDENT i 
ire invited for the following posts : if tl K sil a Sere the close of business, as the date for row 
; IP . ‘HT required for the Kehlya ane ganda hallways ing the Balances of the Company’s Guaranteed, 
M /5699 vt A flea for one tour of 24-48 months, with possible Preference and Ordinary Stock Interim Divi- 
eset : ; permanency. Free quarters and passages and dends declared for the half-year ending 30th 
for the Federated Malay States Rail- liberal leave on full salary. Salary £480 rising June, 1939, will be payable only to the Stock- 
three years with possible permanency io £720 a year. Candidates, aged 24-27, must holders whose names are registered in the books 
$500 a month rising by annual incre be Associate Members of the Institution of of the Company on the date so fixed. 
if $20 a month to S600 a month. (The Mechanical Engineers, or hold an equivalent Deeds of Transfer should, therefore, be lodged 
nment rate of exchange is now 2s. 4d qualification, have served an apprenticeship in with the Registrar of the Company at Hamilton 
dollar.) A children’s allowance is pay- the Workshops of a British Railway, and had Buildings, Liverpool Street Station, London, 
married officers with children. — Free experience in the Drawing Office, or as a Work E.C.2, before 5.0 p.m. on 3rd July. 
ves, and, if married, for wife and children shop Assistant By Order, 
eeding four persons, subject to certain Apply at once by letter, stating age, whether P. J. DOWSETT. 
ns Liberal leave on full salary. married or single, and full particulars of quali- Secretary 
tes, not more than 36 years of age, fications and experience, and mentioning this Marylebone Station. : 
have served an apprenticeship with a paper, to the Crown Agents for the Colonies London, N.W.1. 
Railway or firm of Locomotive Builders 4, Millbank, London, S.W.1, quoting the re- 23rd June. 1939 
e had at least three years’ experience ference number against the appointment for 
ymmotive or Carriage and Wagon Draw- which application is made. - 
The whole of these works will be 


carried out to the inspection of Messrs. 
Rendel, Palmer & Tritton, consulting 
engineers to the Essex County Council. 

lhe Superheater Co. Ltd. has received 
an order from the Bikaner State Rail- 
ways Administration for 177 super 
heater elements to be supplied to the 
inspection of Messrs. Rendel, Palmer & 
Pritton 

lenders are invited by the Bombay, 
Baroda & Central India Railway, re 
ceivable by July 19 at the White Man 
sion, 91, Petty France, Westminster, 
S.W.1, for the supply of locomotive 
boilers 

Captain J. C M.C., and Mr. 
lf. Hewitt have been appointed Joint 
Directors of George Turton, 
Platts & Co. Ltd. in place of the late 
Mr. G. H. Cowen, who had held the 
then position of Chairman and Managing 
Director from the incorporation of the 
company on February 22, 1910, until 
his death on October 21, 1938. 


Cowen, 


Managing 


Mr. F. Samuelson has relinquished 
the post of Engineer and Manager of 
the British Thomson-Houston Com 


pany’s Turbine Department. He has 
been with the company over 42 years 
and has been in charge of the company’s 
turbine engineering 1903. He 
was appointed to the board of directors 
of the company in 1934. Mr. Samuelson 
is retaining his seat on the board of 
directors, and his services will be 
available to the company in a consulta- 
tive capacity. 

Mr. R. H. 


since 


Collingham has_ been 
appointed Engineer of the 5.T.-H. 
Turbine Department in succession to 
Mr. Samuelson. Mr. Collingham joined 
the B.T.H. Testing Department in 
December, 1905, and has been closely 
associated with B.T.H. turbine develop- 
ments for the past 31 years. 

Mr. kx. R. Hopkirk has been appointed 
Engineer of the B.T.-H. Turbo-Alter- 
nator Department in succession to the 
late Mr. H. W. Taylor. Mr. Hopkirk 
joined the B.T.-H. Testing Department 
in 1915; he has been associated with 
the company’s turbo-generator design 
since 1920, and has been Principal 
Assistant in that department for the 
past 11 years. 
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Railway Share Market 
fhe increased tension in international! 5 per cent. dividend is likely. to be well firmer appearance at 33, the past . 
politics has continue: to dominate the covered in respect of the current year, traffic gain of £52,000 having ex 
tock and share markets, which were re- and in the circumstances the yield is on expectations. The 5 per cent. prefer e 
actionary and inactive, although — the the generous side. Southern deferred be- stock, however, remained depressed 88 
mount of selling in evidence was again caine rather more active around 163, while London Transport ‘‘ C ’’ had an easi a 
described as relatively small. Subse- the 5 per cent. preference was 95 pearance at 79}, partly owing t 
quently home railway securities were in- L.M.S.R. issues also came in for greater position for some holders to transfer 
clined to move against the surrounding attention towards the middle of the week Southern preferred, which offers 
market trend, and in numerous instances The 4 per cent. preference rallied moder- immediate yield and from the short 
a small part of earlier declines was re- ately to 59, as did the 4 per cent. 1923 angle may have the better scope f 
gained. The past week’s traffics created preference to 40 and the ordinary stock preciation, assuming markets show S- 
1 good impression, while sentiment also to 143, while the 4 per cent. guaranteed tained rally and become reasonably 
benefited from confident expectations that was firmer at 803. The 4 per cent. deben- London Transport 5 per cent. ‘‘ B 
: 2 By K 
the forthcoming half-yearly statements tures were quoted at 87. L.N.E.R. stocks was lower at 109, and the 5 pet 
will compare satisfactorily with those of a were also inclined to improve following ‘““ A” stock was quoted at 115. . 
year ago as far as net revenue figures the lower prices made earlier in the week. politan Assented showed a moder 
wre concerned. The general impression is The first preference was 32}, the second cline to 62. 
that the actual interim dividend decisions preference 12} and the first and second Argentine railway securities wer 
will not show any important changes, but guaranteed 70 and 62} respectively. The inactive, although various of the 
the outlook continues to be viewed as market is taking the view that unlike a tures attracted a certain amount of 
promising owing to the indications that, year ago, the half-yearly dividends on the tion on the belief that they have 
largely because of the stimulus of Govern- guaranteed stocks will not necessitate any reduced to unduly low levels as a t 
ment work, the improvement in internal temporary withdrawal from __ reserves. of the surrounding trend of m 
trade conditions is likely to be accelerated L.N.E.R. 4 per cent. debentures later Argentine Great Western 5 per cen 
in the latter half of the year improved to 83, while the 3 per cent. bentures showed a small improvem« 
Southern preferred was favoured, and, debentures were quoted at 62. Great 37, as did Central Argentine 4 per 
following an _ earlier sharp decline, Western ordinary continued to fluctuate debentures to 50. Antofagasta wet 
attracted buyers and improved to 733 somewhat sharply, and was lower on actionary, but Nitrate Rails impr 
[here seems little doubt that the full balance, although later the price had a French railway sterling bonds were 
. ‘ ee 7 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
’ . 
Traffics for Week > Aggregate Traffics to Date Prices 
Railways = Week 2 — Dp 
1938-39 Ending Total Inc. or Dec. | S Totals Increase of Stock ox 2 
this year ompared =} Decrease ‘os C 
. ; with 1938 y This Year Last Year we z7 4 
‘ + / 4 £ 
Antofagasta (Chili) & Bolivia 834 18.6.39 $,600  — 1,750 24 312.890 399,840 = 86,950 | Ord. Stk. 14 714 6 
Argentine North Eastern ... 753 17.6.39 11,371 1,414 | 51 501,523 474,149 + 27,374 a 6lo 2 31 
Argentine Transandine — _ _— _ —_ —_ _ —_ A. Deb. 82 75 E8198 P 
Bolivar - da a 174 May 1939 4,950 1,500 21 20,300 19,050 4 1,250 6p.c. Deb. 8 7 7 
Brazi a an ee — — _ _ _ _ _ _> Bonds. 10 4 6 6 
Buenos Ayres & Pacifix --, 2,801 17.6.39 87,469 + 9,305 351 4,513,589 ; 31,324 Ord. Stk. 61g 314 41o 
Buenos Ayres Central , 190 3.6.39 $117,300 $600 49 $4,916,700 — $651,700 Mt. Deb. 1519 g 14 
s3uenos Ayres Gt. Southern 5,082 17.6.39 124,380 + 7,445 51 7,256,948 — 270,096 Ord. Stk. 17546 8lo Slo 
Buenos Avres Western ; 1,930 17.6.39 40,757 + 5,211 51 2,360,422 - 7 _ 1234 5 61g 
« | Central Argentine .. ; 3,700 17.6.39 140,639 + 41,197 51 6,094,354 .s oe 1314 53. 710 
= Do. .. ae — — — — - — — — Did 6 210 319 
© | Cent. Uruguay of M. Video 972 10.6.39 16,586 — 3,012 50 926,447 926,493 — 46 | Ord. Stk. 3 114 i 
= | Cordoba Central —_ _ _ _ _ _ _ - — 
“ | Costa Rica .. ‘si ; 188 April 1939 20,534 — 7,054 44 221,214 260,926 — 39,712 Stk. 28 2219 | 23lp_ 8 
fe Dorada ae i : 70 May 1939 14,500 — 3,800 21 66,800 79,200 — 12,400 | 1 Mt. Db. 10514 104 10219§ 
= < Entre Rios .. - 810 17.6.39 19,473 : 4,691 51 801,876 729,171 + 72,705 | Ord. Stk 714 3lg 419 
© | Great Western of Brazil . 1,092 17.6.39 6,000 + 800 24 223,600 174,000 + 49,600 Ord. Sh. 3]- 1/- ly 
v International of Cl. Amer 794 April 1939 $534,509 + $10,645 17 $2,284,653 $2,056,785 + $227,868 consas a wai _— 
% | Interoceanic of Mexico —_ _ _ _ _ _ _ _ Ist Pref. 6d. 6d. Ip 
S | La Guaira & Caracas 22 May 1939 6,940 + 1,035 22 28,640 25,635 | + 3,005 Stk. 8 612 719 
a1] Idina i? 1,918 17.6.39 17,101 — 355 | 24 448,662 439,989 + 8,673 | Ord. Stk 4 1 134 
"7 Mexican + = 5 483 14.6.39 $281,700 + $5,000 23 $7,558,900 $7,244,400 + $314,500 = 14 lig lg , 
Midland of Uruguay ; 319 +=May 1939 6,996 — 1,342 | 48 96,857 104,505  — 7,648 i 79 15 Ip 
Nitrate a “ ; 386 15.6.39 a 1,223 23 55,717 78,687 — 22,970 | Ord. Sh. | 52/9 1945 15g 71146 
Paraguay Central .. . 274 10.6.39 $3,116,000 — $1,531,000 50 $154,419,000 $163,579,000 —$9,160,000 Pr, Li. Stk 60 5519 401o§ 14!5j6 
Peruvian Corporation ..| 1,089 May 1939 55,431 _ 13,107 48 726,081 879,402 — 153,321 Pref. 53,4 134 2 N 
Salvador = ne 100 10.6.39 ¢18.400 + 43,300 50 1,021,589 ¢971,895 + ¢49,694 | Pr. Li. Db. 23 20 19lo \ 
| San Paulo .. “< 1534 11.@:39 31,646 - 7,805 23 712,941 751,982 — 39,041 | Ord. Stk. 64 28 26 71 
| Taltal ea - 160 May 1939 2,020 200 «48 31,245 36,805 > — 5,560 | Ord. Sh. 1316 lp Ip 10 
| United of Havana .. 1,353 17.6.39 16,708 | — 1,757 | 51 1,183,654 | 1,239:713 — 56,059 | Ord. Stk. 333 Ip 1 , 
Uruguay Northern .. 73 May 1939 810 — 65 48 10,629 19,359 + 270 | Deb. Stk. 2 1 2 Ns 
Canadian National .. ~-| 23,4762 14.6.39 684,739 1 72,022 23 15,878,818 15,051,729 + 827,089 ites — — — a 
f Canadian Northern . — _ — _ — _ _ — 4p.c. Perp. Dbs 72 60 681g 51°46 
Grand Trunk . F _ _ _ _ _- _ _ _ 4p.c.Gar. 104 90 9619 1; 
Canadian Pacific ee 17,171 14.6.39 476,800 + 35,200 23 11,246,000 11,126,200 119,800 Ord. Stk. 8716 414 43, 
r Assam Bengal i ; 1,329 31.5.39 40,792 577 9 224,606 | — Ord. Stk. 81lo 70 721g ls 
| Barsi Light .. ‘‘s 202 31.5.39 3,277 — 68 9 24,840  — Ord. Sh 601p | 5414 | 501g 518 
Bengal & North Western 2,112 31.5.39 95,010 — 3,023 9 557,746 — Ord. Stk. | 311 278 262 7 
* | Bengal Dooars & Extension 161 31.5.39 3,043 — 767 9 20,973 — = 89 83 901g 7 
= J Bengal-Nagpur ee ..| 9,272 31.5.39 244,800 9,044 9 1,282 892 | + 951g 90 901g 4716 
£ | Bombay, Baroda & Cl. India 3,085 10.6.39 252,900 6.000 10 1,866,900 1.916.175 — 1127\¢ 95 10519§ 51lig 
| Madras & Southern Mahratta 2,967 31.5.39 179,250 — 13,775 9 1,077,300 1,033,923 + + 108 97 10312 714 
| Rohilkund & Kumaon : 571 31.5.39 18,531 > — 1,897 4 98,942 116,448 — 308 285 267 6 
| South Indian i ..| 2,5318 31.5.39 126,434 | — 5,314) 9 705,004 720,928 — 104 101 971p 5 
f Beira-Umtali es 204 April 1939 73.498 31 550,072 — _ _— _ _ _ — 
| Egyptian Delta oe . 623 31.5.39 4.947 _ 93 9 30,050 30,941 _ 891 Prf. Sh. 78 5/6 lg N 
» | Kenya & Uganda .. . 1,625 May 1939 206,557 = 11,295 | 21 1,220,870 1,309,332  — $8,462 ~ _ _ _ a 
= | Manila avs ae on _— _ _ _ == —_ — _— B. Deb. 49 41 41 8y 
= ~ Midland of W. Australia . 277 April 1939 12,911 _ 3,674 | 44 151,664 147,589 + 4,075 | Inc. Deb. 9334 89 9015 47) 
a | Nigerian ie At .. 1,900 6.5.39 25,687 _- 1,905 6 160,848 164,446 — 3,598 — _ —_— a _ 
” | Rhodesia... Ge .. 2,4422 | April 1939 340,448 . 31 395 i pas = cub pu nae Far 
| South Africa.. . .. 13,284 27.5.39 604,056 + 46,250 rs) 5, ,28 4,866,072 + 292.221 — —_ —_ — — 
| Victoria 2 2 ~-| 4,774 Mar., 1939 851,479 | — 57,608 39 7,069,208 7,350,144 — 280,936 == _ _ _ _ 
Nore.—Yields are based on the approximate current prices and are within a fraction of lyg 
+ Receipts are calculated @ Is. 6d. to the rupee § ex dividend 





The variation in Sterling value of the Argentine paper peso has lately beenso great that the method of converting the Sterling weekly receipts at the par rate of exchange 
has proved misleading, the amount being over estimated. The statements are based on the current rates of exchange and not on the par value 
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